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| Co-ordinated Effort Furthers | 
_ Modernized Freight-Handling Program 


ae f(ODERNIZATION in facilities for handling freight 
by electric railways took a long step forward with 
he completion of the new consolidated freight ter- 

Indianapolis, which is described in this week’s 

‘issue of ELECTRIC RAILWAY JOURNAL. This terminal 
represents the results which can be accomplished by 

' co-operative effort on the part of the electric railways 

| entering an important community. The improved facili- 

| ties will allow the roads entering this terminal to 
_ handle shipments with more dispatch and at a lower cost. 
Lack of proper terminal facilities has been one of 
lithe factors which have received most careful considera- 
tion by those roads which have been endeavoring to 
| inerease their freight business. A consolidated ter- 

‘minal, furnishing facilities for the various electric 

_. railways entering a given community, would offer a 

- solution in many other cities where conditions are com- 

| parable with Indianapolis. 

A terminal of this kind offers the opportunity for 
favorable financing. In the case of the Indianapolis 
development, the combination of several railways made 
possible a separate terminal company which issued 

_ securities, which were sold readily on favorable terms 
to cover the cost of the buildings and grounds. It is to be 

| hoped that the example of the Indianapolis roads will 

inspire others similarly situated to consolidate their 
efforts. The result will be*twofold; first, in increasing 
terminal facilities, thereby increasing the speed and 
reducing the cost of handling shipments, and, second, 
in raising, in the eyes of shippers, the general status of 


. electric railways as freight carriers. 
| ; 

| 

i 


Joint Interurban Tariffs 


Needed to Get Business 


HE need for establishing a joint class rate freight 
tariff over all connecting electric railway lines, 
_ to be issued by the Central Electric Traffic Association, 
becomes more apparent with the completion of the new 
_ consolidated freight terminal in Indianapolis, which 
was described in the article referred to above. 
_ The success with which such tariffs have been put 
into effect for passenger traffic over the lines in the 
central interurban territory, comprising the roads in 
Indiana, Ohio and Michigan, serves to emphasize the 
_ lack of published joint freight tariffs in even this 
_ progressive interurban district. 


_ S$Shipment of freight is a profitable source of revenue 


afer electric roads. This has been repeatedly demon- 
_ strated. The lack of joint tariffs is a serious obstacle 
to the normal growth of this business, while, on the 

contrary, establishment of such tariffs will stimulate 
_ its general development. 


_ In many industries the advantages of co-operative 
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effort have been repeatedly demonstrated. The electric 
railway business is no exception. In addition, a shipper 
will be far more interested in the possibilities of ship- 
ping to various points on an extensive network of lines 
covered by a joint tariff than in the facilities offered. 
by any one of the lines individually. 

For a number of years most of the electric railways: 
in this territory have issued joint freight tariffs, nam- 
ing class rates to points on other lines, but in many 
instances rates are not the same in the opposite direc- 
tion. This results in more or less discrimination. 
Furthermore, when a large distributing concern located 
in such a center as Detroit, Louisville, Columbus, 
Cleveland or Indianapolis wishes to obtain rates on 
inbound traffic it must secure the individual tariffs from 
some 20 or 30 roads, with rates compiled in various 
ways and often on different bases. 

A joint. class rate tariff issued by the Traffic Asso- 
ciation would be a great help in placing through electric 
railway freight service before the shipper to its best 
advantage. The publication of such a tariff, while 
slightly greater in cost than the present individual pub- 
lications of the lines, would be worth many times the 
price. The plan, which has been recommended by the 
Central Electric Traffic Association, certainly deserves 
the support of all the interested roads. 


Protecting Passengers’ Eyes 
from Injurious Glare 


OOD car illumination pays and it is worth while 
for a railway to spend money to secure it. Although 
the duration of the exposure is shorter the eyes of the 
street car riders should if possible be as carefully pro- 
tected from injurious glare as are the eyes of a man 
working in a factory. This danger, of course, did not 
exist to any great extent when carbon filament lamps 
were used. But with the substitution of bare tungsten 
filament lamps the situation was altered, and the need of 
improved lighting is becoming more widely appreciated. 
Authorities on optical hygiene agree that the human 
eye cannot be exposed to light sources much brighter 
than 5 candlepower per square inch without strain 
and perhaps permanent injury, if the exposure is pro- 
longed. This is about the brightness of a clear sky, at 
which no one cares to look for any continuous period. 
Since the brightness of a bare lamp filament is on the 
order of 1,000 cp. per square inch, it is obvious that 
some shade or diffusing accessory is desirable. 

It has been suggested several times lately that frosted 
lamps be used in place of the clear glass lamps, as it is 
claimed that frosted lamps are more artistic in appear- 
ance and easier on the eyes of the passengers. There is 
undoubtedly a certain amount of truth in this conten- 


tion, because the lights in a street car are more or less 
in the line of vision of the passengers, but there is also 
something to be said on the other side of the question. 
In the first place, the actual amount of illumination fur- 
nished by a lamp with a frosted bulb when new is about 
7 per cent less than that furnished by the same lamp 
with a clear glass bulb. 

Frosting would cost an additional 5 cents per lamp. 
The expense resulting from the adoption of such a plan 
would be a continuing one. Not only would it cost 
more so to equip a car in the beginning, but every 
lamp for replacement would be more expensive than 
a clear glass lamp.’ Moreover, frosted lamps deteriorate 
more quickly than those of the ordinary type because 
the rough surface collects dirt more quickly and is 
harder to clean than a smooth surface. 

Considering the total number of lamps replaced for 
one reason or another, during the course of a year, 
the additional cost of using frosted lamps would be 
practically prohibitive. The money which it would 
take to make this change might better be spent in other 
ways to make the cars more comfortable and attractive 
as, for example, by installing shades or reflectors to 
direct the light from clear lamps properly, so that 
adequate illumination without glare is accomplished. 

The bowl enameled or frosted type C Mazda lamp 
has a brightness of about 15 cp. per square inch and the 
clear lamp in the average diffusing globe, for example a 
75-watt in an 8-in. diameter globe, has a brightness 
of about 3.6. 

Strange as it may seem, the bow! frosting or bowl 
enameling of the lamp bulb increases the downward 
candlepower, even though the total light output be 
reduced. About 20 per cent absorption loss may occur 
in the average diffusing glass globe, although the useful 
light, i.e., that in the lower hemisphere, may be only 
a very few per cent less when using the diffusing 
globe than when using the clear lamp. As regards 
lighting efficiency, there is not much difference between 
the clear lamp in the glass globe and the frosted 
lamp in the enameled metal reflector. Perhaps the final 
solution will not be the use of the bare or frosted lamp 
bulb, but will be the clear lamp bulb in the deep and 
protecting metal or glass reflector. 


Cheap Taxicab Fares and 
the Electric Railways 


S THE result of a price war between different 
operating companies, many taxicabs in New York 
City have now reduced their fares to a so-called rate of 
20 cents a mile, although in practice this means 27 cents 
for the first mile and 20 cents for the second and suc- 
ceeding miles. With the advent of such cheap taxicab 
fares some of the old familiar prophets of evil have 
again envisaged the doom of the electric railway. Expe- 
rienced transportation men are not much alarmed by 
this prospect, however. 

It seems rather doubtful whether a cab rate of 20 
cents per mile can be maintained with reasonable profit 
to the operator. A private automobile of average size 
costs 10 cents per mile or more to operate, without 
including interest on the investment or driver’s wages. 
If these items are added we have a total well over 
15 cents per mile. Obviously a taxicab cannot always 
be carrying passengers. There will be many occasions 
when the vehicle is returning empty from a trip or 
“cruising” in search of a fare. If three-quarters of 
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the total mileage operated were revenue mileage, which 
seems a liberal allowance, the income would be 15 e 
a mile, or less than the expenses. out 
Regardless of whether or not the taxicab owners canj 
make a living by charging 20 cents a mile, the electr 
railway retains its economic superiority by a V 


costing, let us say, 15 cents a mile to operate, travel : 
a cost of 3 cents per passenger-mile. Forty passengel 
in a street car, costing 30 cents a mile to operate, : 
at a cost of % of a cent per passenger mile. In th 
end economic en will determine the outcome. Visio 
aries may be able to picture the taxicab tackling t 
job of mass transportation; but sensible people do: 
want to see the rails torn up just yet. 


Is There Any Way 
to Stop “Man Failure”? 


HE disastrous accident on the Long Island Railroal 

electric division, occurring on Wednesday of this | 
week, was evidently a case of “man failure.” An } 
attempt will undoubtedly be made at the hearing on | 
this accident to get from the assistant engineer the 
reason which led him to throw a track switch befoxel| 
a loaded electric train had completely cleared it. But | j 
probably he had no reason. He was thinking of some- | 
thing else. The case is not unlike that which recently | 
happened on a trolley line where an operator in broad | 
daylight deliberately ran into another car, although in > 
that case the damage caused was slight except to the 
cars involved. The man had a good record. A visit © 
to his home by a welfare worker immediately following 
the accident showed no family troubles or financial — 
difficulties, though a later more thorough investigation 
showed that the night before he had had no sleep 
because of a sick child. Obviously, there is more to the 
prevention of accidents than the question of whether 
employees are in good physical condition and can pass 
intelligence tests when theygare engaged. 

This is the problem which modern industrial psychol- 
ogists are attempting to solve. Psychology, which is ia 
the science of the mind, is one of the oldest branche 
of learning, but it is only within the last few years — A 
that an extended attempt has been made to apply the 7 
science to industrial problems. The first extended 
application to the electric railway field, in this country 
at least, was made about twelve years ago, largely at 
the instance of Martin J. Insull, now president of thal 
Middle West Utilities Company. Then, as now, the 
properties under Mr. Insull’s direction included some 
electric railway lines, and several instances of man fail- 
ure on these lines impressed him deeply. Assisted by 
General Bancroft, then president of the Boston Elevated 
Railway, he induced Professor Miinsterberg to conduct 
some tests at Harvard University to determine the 
mental qualities desirable in motormen. These experi- 
ments ceased with the beginning of the war and have 
not been resumed by electric railways. 

During the war the application of the principles of 
psychology to the choice of men for responsible posi- 
tions received a great stimulus because of their applica- 
tion to the choice of army officers. It is also known 
that foreign electric railway companies have pursued 
the study of this matter in a much more extended way 
than has been done in this country. It is planned that 
in an early issue an account of the methods followed 
in Paris will be published in this paper. 
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The Flush Platform Facilitates Loading and Unloading of Cars at the New Indianapolis Freight Terminal 


Indianapolis Has Largest Electric Railway 
Freight Terminal in World 


Four Interurban Roads Entering City Have Joined in This Large Terminal Development 
to Meet the Need of Expanding Freight Business—The Design Facilitates Quick 


Loading and Unloading Both of Cars and 


ing electric railway freight business over their 
lines in the central interurban territory centering 
in the city of Indianapolis four roads have completed what 
is probably the largest electric railway freight terminal 
in the world. These are the Terre Haute, Indianapolis 
& Eastern Traction Company, the Indianapolis & Cin- 
cinnati Traction Company, the Interstate Public Service 
Company and the Union Traction Company of Indiana. 
The design of this terminal represents the cumulative 
experience of 18 years in the use of freight houses 
in Indianapolis for traction purposes, and also includes 
ideas developed from careful studies of steam railroad 
freight buildings as well as interurban freight ter- 
-Mminals in other cities. Thomas B. McMath, chief engi- 
-neer Indianapolis Street Railway Company, was 
consulting engineer in general charge of the work and 
T. H. David, principal assistant engineer Indianapolis 
Street Railway, was the supervising engineer on the ter- 
‘minal. The architect was F. S. Cannon of Indianapolis 
and the Service Construction Company of that city had 
the general contract. 
An accompanying illustration shows the general layout 
of the completed terminal. The buildings consist of one 
structure which had been built previously by one of 
the companies and a new building 928 ft. long. 
The tracks form a loop through the property, and as 
the approach to the yard is over a double-track street 
railway the layout was designed so that trains can ar- 
rive and leave in the proper directions. There is a 
main vehicle driveway between the two buildings, and 
in addition team tracks are provided with space for 
trucks and teams to, reach these tracks without con- 
gestion. 


; T: MERT the requirements of the continually grow- 


Vehicles—Further Extensions Are Planned 


The terminal has been built on ground acquired 
adjoining the original 400-ft. building, which was com- 
pleted in January, 1918, by the Terminal Realty Com- 
pany, whose common stock was owned by the Terre 
Haute, Indianapolis & Eastern Traction Company. A 
new holding company, called the Terminal Realty Cor- 
poration, and representing the four electric lines con- 
cerned, purchased the interest of the T. H., I. & E. 
in the original development and acquired the necessary 
land to complete the entire project. The original ter- 
minal thus became a unit of the enlarged plan. 

Following generally the same type of construction 
which was used in the original T. H., I. & E. building, 
the new freight house parallels the original structure 
and is separated from it by a granite paved driveway 
75 ft. wide. South of the new building four tangent 
tracks, each 832 ft. long, can be reached from the 
loading dock. A 50-ft. granite paved driveway serves 
as an exit at the west end of the main drive. 


CONSTRUCTION OF BRICK AND CONCRETE 


All of the buildings are of brick and concrete foun- 
dation and are erected in panels of 16 ft., with a 12-ft. 
door in practically every panel. These doors are pro- 
vided on both the truck and vehicle sides of the house. 
At the "Kentucky Avenue end of the new building a 
two-story section is carried back 80 ft. to give office 
space on the second floor above the freight house floor. 
A second two-story section is constructed near the 
center of the building to provide additional office space. 

In the design of the new building, its length was 
determined by the length of the property. The width 
of 30 ft. was selected after careful study of this sub- 
ject. For electric railway purposes, the comparatively 
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At Left—Interior of the Office on the Second Floor of the Terminal Building. At Right—This View of the Freight House Shows 
How Ample Provision Has Been Made to Facilitate Access for Cars and Vehicles 


narrow house was adopted as most suitable to the 
conditions encountered. In an interurban terminal 
freight must be handled rapidly. Trains come into the 
station at frequent intervals in comparatively small 
units and they must be unloaded, reloaded and dis- 
patched again on schedule within a few hours. In this 
respect the conditions differ materially from those ob- 
taining on steam roads, where an excess of cars is 
available. Another essential characteristic of inter- 
urban freight movement which influenced the design 
of the terminal buildings is that a considerable propor- 
tion of the tonnage handled is moved in motor cars 
that must be unloaded promptly in order to avoid tying 
up expensive equipment. 

In general, the speed of operations at a freight ter- 
minal was held to depend on the number of doors avail- 
able. For a given floor area, a long house with 
Increased number of doors was considered to meet the 
requirements for rapid movement of shipments better 
than a wider house. The same conditions obtain on 
the vehicle side of the house as on the track side. A 
long narrow structure with maximum number of door 
openings has been found to expedite the handling of 
shipments and to reduce the congestion of trucks and 
drays. These conclusions were based on experience in 
the operation of the freight house, 30 ft. wide, which 


composes the original unit of the present terminal, and 
which was operated by the Terre Haute, Indianapolis & 
Eastern Traction Company from 1918 to 1928. 

The floor of the freight house is carried at the same 
height as the floors of the cars. A 10-ft. loading dock : 
extends along the track side of the building for its 
entire length and is carried at the same floor level. 
The head room between the floor and the lowest part 
of the roof trusses in the new house is 12 ft. Trusses 
for the roof are of steel, carrying a Federal cement 
tile roof. Canopies extend 10 ft. over the team drive- 
way and similar canopies also cover the loading dock. 

Seven Toledo “Seco” scales are placed in the building 
and are arranged so as to be convenient for weighing 
trucks. A small elevator is located in each of the two- 
story office sections and extends from the second story 
to the basement. These elevators are available for 
handling records and supplies to the storage space 
provided in the basement. 

Under the two-story portions of the building the 
basement contains toilets, wash rooms, steam heating 
boilers, coal bins, lockers and storage space. An accom- 
panying illustration shows a cross-section through one 
of the two-story sections, and also shows the arrange- 
ment for dumping coal directly into the storage bins 
from a car on one of the tracks. Ashes and trash can 


The New Freight Terminal Is Shown at the Left and the Old One at the Right of This View Taken from the 
Kentucky Avenue End of the Buildings 


be removed and dumped directly into carts by means of 
large buckets and hoists provided for this purpose. 
The occupancy of the new house is divided so that 
the Union Traction Company of Indiana has 416 ft. 
beginning nearest to the entrance of the station and 
including the two-story office section at this end. The 
Indianapolis & Cincinnati Traction Company occupies 
the middle 240 ft. and the Interstate Public Service 
Company has the west 272 ft. These latter two com- 
panies have office space in the middle two-story section. 
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freight station was put into service in 1905, and ¢ 
fourth building was added in 1911. By this ti 
however, it was evident that the freight business 
increasing at a rate which would soon make the exis 
ing facilities inadequate, and during the next few years| 
various projects for increasing them were considaaa H 
The use of this old freight terminal rapidly became} 
intolerable as the freight business continued to increase. | 
The operation of city cars on the exterior tracks and if 
the increasing vehicle traffic in this vicinity increased | 
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In the New Indianapolis Freight Terminal 


This arrangement is temporary, as it is planned to 
extend the present Terre Haute, Indianapolis & Eastern 
house approximately 600 ft. in the immediate future. 
When this is done, it is expected that the Interstate 
company and the T. H., I. & E. will jointly use one 
house and the Union Traction and the I. & C. will 
jointly use the other. 

Even after the contemplated 600-ft. extension to the 
present north building is made there will still be room 
on the property for future expansion. Whether this 
future expansion will take the form of additional build- 
ing space or whether additional team tracks will meet 
the requirements will depend largely on the results 
of further experience with the present arrangement. 

This new terminal in Indianapolis represents the 
latest move in a long period of development of the 
interurban business in Indianapolis. With the forma- 
tion of the Indianapolis Traction & Terminal Company 
in 1908, the first step in meeting the need for terminal 
facilities for the lines entering the city was taken. 
At that time nearly three-quarters of a city block was 
purchased close to the heart of the city, and on this 
space the present large passenger terminal was built. 
This consists of a nine-story office building, approxi- 
mately 66 ft. x 185 ft., on one of the main business 
streets in the downtown section of the city. A 38-ft. x 
185-ft. waiting room and a 245-ft. x 195-ft. train shed 
covering nine passenger tracks were included. This 
passenger station occupies slightly more than a quarter 
of a city block and was completed and put into service 
in the fall of 1904. 

A freight terminal was subsequently added on part 
of the adjoining property. It originally consisted of 
three freight houses, 24 ft. wide by 195 ft. long, each 
house being served by two loading tracks. This 


the Tracks Are Looped Through the Prop- 
erty, so that the Trains May Enter and | 
Leave in the Right Direction Over ‘the | 

Street Railway System 


the congestion. The move to the Kentucky Avenue ‘coe 
tion was the ultimate result. i 
In its present location the new terminal is in the 
heart of the wholesale and shipping district, is within 
a radius which makes pick-ups by trucks serving vari- 
ous railroad freight houses convenient and is also 
within a very short distance of a new large terminal — 
warehouse development in the city, which has included | 
facilities for handling electric railway as well as steam 
road and truck shipments. 


Railways Distribute 10,000 Folders 
per Week 


JOINT timetable, in which are featured ee 
beauty spots and other points of interest me 


4 


their lines, is published by the Columbus, Newark 
Zanesville Electric Railway and the Indiana, Columbus 
& Eastern Traction Company. These companies, known ~ 
locally as the “Red Egg” lines, have recently adopted 
orange and black as the standard colors for their equip- 
ment, and the present folder is made up with black 
printing on a single sheet of orange paper, 12+ in. x 134 
in., folded to a size of 8 in. x 6 in. Attention is called 
to the summer resorts in this territory, to the fishing, 
boating and camping facilities, as well as the attrac- 
tions of the various cities touched by these railways. 
Included in the information given is a map showing 
all the lines of these companies, together with connect- — 
ing electric railways in Ohio, Indiana and Michigan. 
The reverse side of the folder is taken up entirely with 
the timetables of the railway and bus lines, together — 
with various connections to other interurban lines at 
Dayton, Springfield, Columbus, Lima and Zanesville. 
The idea of the management was to make the folder 


ELECTRIC RAILWAY JOURNAL 


se: been found that giving the folder a Arcucy 
appearance aids in the distribution. Approximately 
| 10,000 folders a week are now being distributed through 
hotels, ticket offices and racks on the cars. 


Training Carmen to Give 
Better Service 


‘New Orleans Motormen Are Taught to Locate Minor 
Defects and to Handle Equipment Carefully—lIn- 

struction of Conductors Has Reduced to a 

Minimum Complaints of Discourtesy 


‘FELIEVING that the employee’s ability properly to 
MJ perform his duties and his attitude toward the 
public are largely responsible for the good or bad feel- 
ing that prevails toward the railway, the New Orleans 
| Public Service, Inc., New Orleans, La., has established 
a thorough course of training for all its platform men. 
| Teaching motormen to locate minor defects and to make 
‘temporary revairs. has made it unnecessary during the 
past year and a half to pull in any car during a trip 
and ask its passengers to change to another car. Train- 
ing conductors has greatly reduced the number of com- 
plaints of discourtesy and impoliteness. 

_The training school was established in 1921 by A. B. 
Paterson, vice-president and general manager. It is 


under the supervision of D. C. O’Dowd, superintendent 


of transportation, with E. J. Murphy as superintendent 

of instruction. To aid in the work there are also three 

assistant instructors or follow-up men. ‘ 
All applicants for work as trainmen are first care- 


period special emphasis is laid on courtesy and polite- 
ness, cleanliness, truthfulness, loyalty and honesty. 

A student motorman is first placed on a stationary 
platform, equipped with three G.E.-K 11 controllers and 
three gooseneck hand brakes. These are set up in 
position similar to that which they would have on an 
ordinary single-truck car. One of the controllers is 
connected electrically to a cluster of four groups of five 
incandescent lamps, each group being arranged in the 
form of a square. This arrangement is used to impress 
upon the student the functioning of the resistance as 
the controller is advanced from point to point. Each 
square of lights represents a set of resistance grids and 
the lights are extinguished as the controller handle is 
advanced. 

When the instructor thinks that the student has ac- 
quired sufficient knowledge of handling the controllers 
and brakes the instruction is continued on a blackboard 
located on the wall alongside the dummy controllers and 
brakes. The instructor illustrates the course of the 
current leaving the power house, through feeders and 
feeder taps, through the trolley wire, and trolley pole 
and. the various parts of the equipment of the car, down 
to the wheels and rails and thence back to the power 
house. Ordinarily several applicants are under instruc- 
tion simultaneously and the questions which they ask 
of the instructor and his answers serve to make clear 
any doubtful points. 

Following this the class is assigned to a school car 
set up on a stationary platform above a short section 
of track. An old open car has been mounted on a 
framework of heavy timbers so arranged that the 
wheels have 3 in. clearance above the rails. Two 3-in. 


x 12-in. x 15-ft. sills are used as longitudinal supports 
with two 8-in. x 12-in. x 63-ft. cross sills 2 ft. from 


Teaching Student Motormen and Conductors in the Training School of the New Orleans Public Service, Inc. 


“fully investigated to ascertain whether they possess the 
necessary qualifications. The disposition of the man 
is considered particularly important, and if investiga- 
tion discloses that he is ungovernable, impulsive, or 
easily irritated, he receives no further consideration. 
After the applicant has been accepted for employment 
he is sent to the company’s surgeon for a physical ex- 
amination. If successful in passing this examination 
_he reports the following morning at the training school 
for preliminary instructions. During his training 


the ends. The cross sills are reinforced by four round 
wrought-iron tie rods, bolted to the outside face of the 
longitudinal sills. 

The car is completely equipped and ready for opera- 
tion. At one end a G.E. type K-36-J controller has been 
installed and at the other end a Westinghouse type 
K-68-A. Overhead circuit breakers and an automatic 
line breaker are part of the equipment. The resistance 
is mounted on a stand on the floor in front of the 
dash, so that all the leads are in plain view of the 


student, The leads can be connected or disconnected 
at will. 

Air brakes and hand brakes have been installed, to- 
gether with an air compressor, tank, governor, gage, 
brake cylinder and general brake rigging. This equip- 
ment is placed on the floor in the car where its opera- 
tion can be observed by the men under instruction. In 
addition to the ordinary electrical equipment of the 
car a voltmeter and an ammeter have been connected up 
to indicate the difference in the amount of current used 
when the car is properly handled and when it is im- 
properly handled. 

An arrangement of levers makes it possible to cause 
various defects in the equipment. These are: Open 
circuit in the controller, open circuit in the resistance, 
open circuit in No. 1 motor, open circuit in No. 2 motor, 
grounded resistance, grounded No. 1 top field, grounded 
No. 1 motor, and grounded No. 2 motor. Ordinarily 
these defects are created one at a time in the order 
stated, to teach the student to study his controller and 
ascertain what the matter is. After he has attained a 
satisfactory state of efficiency in this, the defects are 
introduced two at a time, or even three at a time. The 
prospective motorman is expected to be able to tell the 
instructor exactly what is wrong with the car, and how 
to repair it. 

The car is equipped also with Hunter route signs, 
headlights and trolley catchers. A trolley base has been 
set up and attached to the floor of the room so that 
the student can observe how the apparatus works when 
the trolley pole is turned around. The student is taught 
the proper method of sanding track by operating a 
sand bin on the school car. On the wall of the school 
are three International cash registers used in the in- 
struction of conductors. 


PRACTICE AND THEORY COMBINED 


After the preliminary instruction has been completed, 
the student is assigned to an experienced trainman for 
a period of fourteen to eighteen days instruction on the 
road. During this period the student is relieved for 
two trips a day and sent back to the school in order 
to prepare himself for a qualifying examination. These 
examinations are conducted by the superintendent of 
instruction and the student must at that time be able 
to locate and repair all the defects, explaining to the 
examiner the nature of the defect and how to remedy it. 
If he passes the examination successfully he is assigned 
to a carhouse and his name is placed on the extra list. 

Thirty days later he is sent back again to the train- 
ing school, to take another examination consisting of 
81 questions pertaining to his work. The knowledge 
which he acquired during the training period is thor- 
oughly tested, and he must be able to answer 75 per 
cent of the questions correctly. ' Thereafter the three 
follow-up men watch his performance on the road for 
sixty days and make reports concerning his progress. 

An applicant for the position of conductor undergoes 
the same preliminary investigation as does an applicant 
for the position of motorman. Instruction begins with 
the proper way to make out a trip sheet, punch trans- 
fers, make change, and ring up fares on the register. 
Other men in the class under instruction simulate pas- 
sengers and the student is required to go through the 
regular process for them. After doing that he makes 
out his trip sheet. He is then instructed as to his 
duties in case of accident, the necessity of making out 
accident reports and the proper way to do it. After 
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the student has completed this preliminary instruchi 
he is assigned to a competent conductor for the sam 
period of experience on the road as it required of thi 
motorman. He too must come back later for a fina} 
written examination. Emphasis is laid throughout this 
instruction on the necessity of courteous behavior 
toward the public. 


ing school and instructed in the same way as the 
new men. . 


Street Car Courtesy in Washington 


By C. MELVIN SHARPE =| 

Executive Assistant Washington Railway & Electric Company > \ 

HE city of Washington, D. C., with its population 

gathered from the fortyeeicht states and from) 
many foreign countries, being the seat of Congress, 
the home of the executive and administrative agencies | 
of the government, presents a complex problem of 
street railway transportation. There are probably more’ 
tourists who do their sightseeing by trolley in Wash- 
ington than there are in any other city of the United 
States. The railway platform men must therefore 
be specially trained to answer politely questions from | 
the great number of strangers constantly visiting the |) 
city, and must be particularly well informed concern- 
ing the location of the various points of interest about 
the town. 

In the training of its men the Washington Railway | 
& Electric Company proceeds upon the assumption that | 
the average man wants a superior over him who believes | 
in, and practices, fair dealings in all matters. The | 
company does not believe in paternalism nor in the | 
hothouse method of coddling men with sweet phrases | 
and frequent pats on the back for doing their duty to 
the public. It has been found that a course in ballroom | 
ethics and the training in voice culture sometimes — 
thought necessary to complete the effectiveness of a — 
conductor’s “Please Move Forward,” as well as the idea | 
of hollow over-thankfulness to the public, is a mockery | 
and a delusion. 

The company demands that civility shall be extended 
to every man, woman or child who shall pay fare and 
become a passenger on the cars, regardless of color, 
manner or general state of mind and position in life.. 
The slogan is “Give every passenger more than a 
ride—make it a pleasant trip.” When trainmen are 
imbued with that thought, it follows logically that 
they are carefully and attentive to the welfare, comfort — 
and general interest of the passengers. In brief, the 
railway instructs its men to waste a minute of the 
schedule if a motorman or conductor can render an — 
accommodation to a passenger that will bring to that 
passenger a sense of the unusual in service. It has 
been proved that the pleasant things in life are remem- 
bered and cherished. To see a conductor of the Wash- 
ington Railway & Electric Company get off his car to 
conduct safely an aged or infirm person or child to the 
sidewalk out ‘of danger is no uncommon sight, or ~ 
to see a motorman lift a heavy suitcase from the car — 
and carry it to the curb for a woman. In this way it — 
is felt that the smartly attired trainmen of this com- 
pany are rendering the entire industry a real service 
by the pleasant impression they give to the many thou- 
sand annual visitors to the capital. 
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turing and using concrete poles since 1910. This 
company operates’ in Rochester, Syracuse and 
‘Utica approximately 600 miles of track, of which 100 

miles is third rail construction and the remainder over- 
! “head trolley. Tubular steel, concrete and wood poles 
are used, but recently nearly all new installations and 
_replacements have been of concrete. The railway has 
| two concrete pole manufacturing plants, one at its Hast- 


ds New York State Railways has been manufac- 


| wood yards, near Syracuse, and another just outside 


of Rochester. Poles for use on the Utica lines are made 
at Eastwood and shipped to Utica on flat cars. 

In Rochester the concrete poles are octagonal in shape 
and are cast in steel forms. The bottom of the form 
is anchored to a concrete base as shown in an accom- 
panying drawing. Reinforcing rods are securely wired 
to cast-iron rings and supported in the center of the 
form from clevises spaced about 24 ft. center to center. 

_ Pieces of round iron are placed wherever holes will be 
needed for crossarm bolts or other purposes. Dates, 
numbers and other distinguishing marks are cast on 
the poles by raised numbers and letters secured to the 
forms. 

Concrete consisting of one part of cement, two parts 
of sand and two parts of gravel is mixed by hand in 
@ mixing basin. A coating of light oil is applied to 
the inside of the forms before the concrete is poured. 
After 12 hours the auxiliary rods used to provide bolt 
holes are taken out. The sides of the form are re- 


| moved at the end of 24 hours and after three days the 


pole is rolled aside to make room for another pole. 
After seven days it is placed on the pile of finished 


poles. 


a ees oF ring pier 
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Ring Casting B 


| and Erecting Concrete Poles 


r| Casting Is Done in Horizontal Steel Forms with Reinforcing Rods 
| = Wired to Cast-Iron Rings and Suspended in Place— 
Be Portable Derrick Is Used for Erection 


Ni By Leon R. Brown 
| 


Office and Field Engineer New York State Railways 


A Gantry Crane Spans the Pole Yard and Includes a Service 
Track and the Storage Pile 


A gantry crane serves the entire pole yard at Roch- 
ester, including the storage pile and a service track. 
By this means poles are easily moved from the casting 
platform to the pile and from there to a flat car to be 
transported wherever needed. However, in the city 
when only a single pole is to be replaced it is some- 
times hauled by motor truck. The output of the pole 
yard is six poles a day, and with six men employed 
the rate of production is a pole per man per day. 

Poles manufactured for use on the Syracuse and 
Utica lines are of square cross-section with corners 
chamfered above the ground line. Four standard sizes 
of these poles are made. The standard trolley pole for 
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Ring Castings Support the Reinforcing Rods in the Type of Concrete Pole Used in Rochester 
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Method of Supporting Reinforcement in Steel Forms 


city construction, either bracket or span, is 30 ft. long 
with a 7-in. top. Interurban poles are 35 ft. long with 
a 7-in. top. For heavy city construction a pole 30 ft. 
long with an 8-in. top is used and for feeder lines the 
company uses the same size pole 45 ft. in length. 

Wooden forms made of three 2-in. Georgia pine planks 
clamped in position by means of 2-in. x 4-in. notched 
sticks are used in Syracuse. Strips of triangular cross- 
section nailed inside the planks provide the chamfer of 
the corners. The gains are made by blocks nailed to 
the forms. 

Concrete is mixed by machine and transported in a 
l-ton hopper handled by a gantry crane. The forms 


are assembled on several blocks of sills to give a levet 


At Left—Octagonal Concrete Pole Used by New York State Railways in Rochester. In Center—This Derrick Used for the Erection of 
At Right—In Syracuse Square Peles with Chamfered Corners Are Used 


Poles Was Built on the Frame of a Road Scraper. 
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old transformer oil a layer of concrete 1 in. thick i) 
laid on the bottom throughout its length. Then fou} 
reinforcing rods properly spaced are laid and more con) 
crete filled in until the form is one-third full. Twe 
more rods are then placed about 1 in. from the sid@ 
and an additional 2 in. of concrete is poured. Ney 

two more bars are placed and the concrete filled to withir) 
1 in. of the top of the form. Lastly four more bar 
are placed and the remaining space filled with concrete 
the top being given a float finish. 


fully troweled and spaded, but no other ramming Is 
done and no surface finish is used. The round irons 


i 
after casting. The pole itself is taken out of the form| 
three or four days after casting and is allowed to cure | 
for two weeks before being used. After being removed) 
from the forms the poles are sprinkled by an automatic’ | 
sprinkler for several days. , 

The materials used in the construction of one pol 
consist of 44 bags of cement, 4 cu.yd. of sand, 4 cu.yd.} 
of 3-in. to #-in. broken stone, 118 ft. of 3-in. steel rods 
weighing 156.7 lb., and 190 ft. of 4-in. rods weighing | 
161.5 lb. The weight-of a completed 30-ft. pole is | 
2,550 lb. It is estimated that a load of 985 lb. can be | 
carried safely by such a pole. Labor costs are about | 
45 per cent of the total, materials 45 per cent and 
overhead 10 per cent. \) 

The poles are erected with the assistance of a derrick | 
wagon of unusual design. This was cons ructed by the 
railway using the frame of an old road scraper and a || 
boom made from a wooden trolley pole. An accom- |) 
panying illustration shows the derrick in operation. it 

In 1921 the New York State Railways placed 475 | 


ar 
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_ jsonerete poles, in 1922 the number was 359 and in 1923 
ie t was 407. The decrease in the number of concrete 
| poles set in the last two years has been due primarily 


" to the fact that replacements are fewer as the per- 


‘centage of concrete poles increases. On the Syracuse 
lines only about 100 wood poles now remain, and they 
care gradually disappearing on the other lines also. The 
difficulty of securing suitable wood poles because of the 
scarcity of timber has been the chief reason for using 
-/conerete poles. The first cost is about the same for 
‘the two types. While it is somewhat more expensive 
_|to install a concrete pole, fewer renewals are necessary. 
‘More than 6,000 concrete poles are in use on the 
'| Property. 


| 
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| Public Reacts Favorably to 


| Advertising Campaign 


, Street Railway Reaping the Reward of Con- 
sistent Program Involving Use of Paid Newspaper 
‘| Space, Company Paper and Movie Films 


e| EGULAR newspaper advertisements appearing in 
‘| each of the daily papers of the city are being used 
1 each week by the Memphis Street Railway, Memphis, 
1 Tenn., an interesting little folder entitled ‘Trolley 
"| Items” is being distributed through the cars, and re- 
i | omy a news reel film, about 600 ft. in length, has 
| been shown in some of the larger motion picture houses 
| in the downtown section. The use of these media 
| to reach the public are all developments of the last 
_ four months. 

The picture film has been the cause of considerable 
attention on the part of individual citizens, among 
whom it has been a source of conversation on cars and 
the streets. The title of the picture, as flashed on 
the screen, is: 

“The Public’s Partner—the Street Car.” 

Introducing the scenes that are shown, appear these 
thoughts: 

“The street car is a constant, faithful, necessary 
public servant. The public can aid in better street 
railway eperadon and service by co-operation with the 
company’s efforts.” 

Some of the sub-titles, suggestive of the scenes that 
| are shown, include the following: . 

“Boarding car promptly with exact fare helps to 
speed up the service. 

“Blocking aisles or exit causes inconvenience to other 

passengers. 
| “Facing forward, and holding with the left hand, is 
the safe way to alight... 

“The motorman has hie eialer| to prevent accidents; 
especially do children playing near tracks cause him 
anxiety. 

“Congested traffic is a factor in delaying schedules. 
| “Autoists who pick up passengers effect a reduction 
in the number of street cars and tend to reduce service. 

“Street cars cause outlying fields to be converted 

_ into residence sections. % 
“Street cars help to keep factory wheels turning, as 
_ these employees show ‘when the evening whistle blows.’ 
_ “Street cars are a dependence of the shopper in get- 
__ ting to town and back home.” 
k _ The end of the picture shows a large group of em- 
_ ployees, some at work laying tracks, others repairing 
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overhead work and some in the shops, and after these 
separate scenes, a general one, that closes out with 
these words: 

“We are partners with you. Co-operate with us.” 

Being run as a news reel, and distinct from any 
direct advertising, the picture was first shown in a 
house where no advertising of a direct nature is ever 
allowed on the screen, and afterward other houses used 
it readily. 


WORKING TO PROMOTE SAFETY 


The newspaper advertising of the company has fea- 

tured in many ways its constant efforts to reduce acci- 
dents and solicited the co-operation of the people in 
this consistent campaign. 
- A novel part of the company’s efforts is its plan to 
divide with the men the amount of the savings that 
can be effected through a reduction in the cost of acci- 
dent claims and damage suits. 

Under the caption “Street Car Men Get Neat Safety 
Bonus” the morning paper of the city recently carried 
a story telling of the fact that the platform men, on 
that day, were to have $4,381 distributed among them. 
The paper explained the plan for the benefit of the 
public in these words: 

“The company instituted the plan, effective six 
months ago, of dividing on a 50 per cent basis the 
entire amount that could be saved through increased 
carefulness on the part of the men in reducing costs 
of accidents. During the first three months the men 
earned for themselves in this way the sum of $6,122. 
This added to the sum being distributed today makes 
a total of $10,503 by which they have increased their 
regular incomes within six months. The money is 
divided among the men on the basis of the hours which 
each has worked within the period, and for the past 
three months represents an increase of 1.27 cents an 
hour for each. During the first three-month period 
they earned 1.76 cents an hour additional pay through 
the operation of the plan. 

“This bonus to the men,\it is pointed out by officials, 
in no way adds to the cost of service, but, on the other 
hand, effects savings for the company, as one-half of 
the savings are applied to operating costs, the remain- 
ing 50 per cent going to employees. - 

“The money, as one of the officials expressed it, is 
just so much ‘salvage,’ as it would otherwise have been 
spent in satisfying damages and claims which were 
prevented by the carefulness of the men. ‘We know 
this,’ he added, ‘because over a long period of years our 
damage claims have “averaged” a certain portion of the 
gross revenues, which we still set aside before calculat- 
ing what we are saving by the present plan.’” 

The leading afternoon paper, in commenting edi- 
torially upon this plan of the company, commended it 
cordially and pointed out that the people, through 
co-operation with the company, can work effectively in 
the interest of the men and assist them, while benefit- 
ing themselves at the same time in better and perhaps 
cheaper cost of service. 


COMPANY ACKNOWLEDGES BENEFITS 


The company realizes the beneficial effects from its 
consistent advertising campaign. It has acknowledged 
this by some of its own publicity. Several weeks ago 
there appeared in all the papers for a period of one 
week a word of thanks to the public, expressing cor- 
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dial appreciation of the kindly co-operation manifested 
by the public toward the company. 

The advertising appearing in the newspapers is 
printed under the caption “The Truth.” Each install- 
ment deals with some particular phase of a subject. 
Recently a series of nine advertisements appeared on 
different phases of the subject “Picking up street car 
passengers.” Some people were inclined to object to 
the company’s suggesting that autoists refrain from 
this practice, but others wrote the company stating 
that they had been guilty in the past, but were through, 
and would allow the company to get its rightful rev- 
enue—a point to which they had not previously given 
much thought. 


Fares Handled by Machine in 


East St. Louis 


N CONNECTION with the use of locked type fare 

boxes on the East St. Louis & Suburban Railway, 
East St. Louis, Ill., a system of turning in receipts has 
been adopted which insures minimum handling of 
money by employees. It also increases the speed and 
accuracy of sorting coins and separating the large 
variety of zone fare paper tickets in use on some of 
the lines. 

To accomplish the result desired, a special receiving 
machine was designed and built in the company’s shop. 
This machine is operated in conjunction with two Satt- 
ley, motor-driven coin counters and is so arranged 


Wh 


shown at the extreme right in the accompanying illus-) 
tration receives the vaults. They must be put int 
position in this housing and inverted by means of an} 
outside crank before they can be unlocked, as the vault: 
key is padlocked to the metal housing in such a position’ 
that it will not reach the lock on the vaults until the!) 
latter have been inverted. The key is padlocked in} 
position by the assistant cashier at the beginning of) 
the day’s work and.is replaced in the safe by him as 


soon as the last vault has been emptied. The appearance) — 


and general arrangement of the machine are shown a 
the accompanying illustration. 

Money and tickets drop directly into the receiving 
machine when the vault is unlocked. A blower fan is |} 


mounted so that the paper tickets are immediately sepa- | 
rated from the coins and are blown into a sack mounted || — 
at the bottom of the rectangular chute shown in the |) 
The coins drop on a heavy screen shaker, |) 
which separates the large from the small coins before || — 


illustration. 


they drop on an endless belt conveyor which elevates | 


them to their proper counting machine. 


machine. From the time ine receipts drop out of thd | 
fare box vault until the-coins are wrapped they travel | 


entirely under glass and are not touched by the em- | 


ployees. The wrapped packages of coins are sacked, 
weighed and checked against the meter readings of 


the machine before being forwarded to be deposited I 


in the bank. 


Receiving Machine Designed by East St. Louis & Suburban Railway for Sorting and Recording Cash and Paper Tickets 
Eliminates Handling of Keceipts by Employees 


| 
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yw N THE first article of this series, published in ELEC- 
TRIC RAILWAY JOURNAL for July 26, page 113, was 
& given the general features of the changeover of the 
Indianapolis & Cincinnati Traction Company’s system 
from 3,800 volts a.c. to 600 volts d.c. Following the 
‘eer article, which deals with the substations and 
ler system, will be a third article treating of the 
_ ‘Rew cars with which the system has been equipped. 
All of the substations and the new feeder system 
“have been put in with these various conditions and 
future requirements in mind. Automatic substations 
were dictated by the saving shown in comparison with 
manual ‘stations of the same capacity. 
_ Manufacturers’ estimates showed that a 500-kw. sta- 
tion with full automatic equipment would cost approxi- 
mately $5,400 more than a station of the same capacity 
with manual switching. In making the comparison 
tween manual and automatic stations, therefore, an 


terest, depreciation and taxes on the additional invest- 
lent required for automatic switching equipment. An 
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- How the Indianapolis & Cincinnati Line 
|. _ Was Rehabilitated 


| , Second Article 


Nine Full Automatic Substations, One of Which Is a Portable, 
i, and One Semi-Automatic Substation Supply 100 Miles of Sin- 
|? gle-Track Line on This Recently Rehabilitated System—The 
1 D.C. Feeders Are Sectionalized to Insure Continuity of Service 


iu 


The Automatic Substations Have Been Built a Short Distance Off the Railway Right-of-Way on Land Owned by the Equipment Trust. 
The Outdoor Sectionalizing Installation at Hoffman Substation Is Typical 


additional allowance of $500 per station per year was 
made to provide for the cost of high-grade inspectors 
to look after the automatic station apparatus. This 
gave an annual cost of $1,310 per year which was 
chargeable to the automatic installation, which would 
not obtain with manual operation. 

In manual stations, however, the cost of operators 
was estimated at $100 per month for a 12-hour shift, 
making an annual cost per station of $2,400 for at- 
tendant’s wages. An obvious saving of $1,090 per year 
per station was thus shown in favor of the automatic 
installation. This is exclusive of any saving to be 
expected as the result of eliminating the no-load losses 
which occur with manual stations in this class of serv- 
ice, due to the stations being allowed to operate con- 
tinuously during periods when the power demand is 
only intermittent. Reduction of the problems con- 
nected with substation labor was held to be an addi- 
tional advantage in favor of the automatic switching 
apparatus. 

Automatic switching equipment for a 300-kw. station 
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Schematic Diagram 


Wiring Diagram 


Direct-Current Sectionalizing Contactor Equipment Is Mounted on 
Poles Along the Line. A Grounded Feeder Is Automatically 
Cut Out and Is Restored When the Ground Is Cleared 


40, 41 main contactors 


R41 resistance, 5,000 ohms 
51 automatic reset relay 


R514, R51B resistance, 600 ohms 


was found to cost approximately $4,600 more than hand 
switching. The hand-switching equipment cost for a 
300-kw. station was almost as much as for a 500-kw. 
station. The automatic equipment, on the other hand, 
was less for a 300-kw. station than for one of 500-kw. 
capacity, primarily because smaller contactors are used 
in the smaller station. Since the saving in labor is 
the same on the 300-kw. station as on the 500, the 
saving for 300-kw. automatic equipment was found to 
pay an even higher percentage of return. 


STATIONS LARGER ON RUSHVILLE DIVISION 


The distance between substations on the Rushville 
division is 10.8 miles average, with a maximum of 
11.88 miles. With a No. 0000 trolley and a 500,000- 
circ.mil copper feeder the maximum drop between sub- 
stations is estimated at approximately 170 volts with 
two cars passing midway between stations. Assuming 
alternate stations out of service on this division, the 
maximum drop which would result with two cars pass- 
ing midway between operating substations was esti- 
mated to be approximately 305 volts. 


One 500-kw. synchronous converter is installe 
each of the substations on the Rushville division, e} 
cept Martin, where a 300-kw. converter was consider 
sufficient. Although 300-kw. converters might he 
been used in the other substations on this division 
handle the existing traffic, they were not conside 
adequate for the service contemplated after making 
extension to Cincinnati. There was also reason 

expect development of freight traffic with heavier 
more frequent trains. Since the 500-kw. substatio) 


questionable, even if the extension to Cincinnati wer}, 
not contemplated. 


it was considered desirable to make the conversion aa 
distribution layout such that operation at a redues 


service. The new system was designed to provide foi 
such operation. 

On the Shelbyville division, ‘the average distan 
between the four substations is 11.8 miles average an 
11.96 miles maximum. It was considered that 300-kw 
capacity would be sufficient for the load that would hel 
thrown on these ‘stations. 


BUILDINGS SMALL AND SIMPLE 


All the substation buildings are practically identical] 
in construction. They are made as small as possible, |) 
consistent with good ventilation and ample clearance] 
for the apparatus. Hollow tile is used for the walls, 
and is covered both outside and inside with rough) 
cement stucco. The roof is of corrugated transite, | 
supported on 4-in. channel roof rafters. A concrete | 
platform outside of the building supports all of the 
outdoor apparatus, which is protected by Cyclone steel 
fencing. 

Each building is equipped with a telephone com- 
municating to the central dispatcher located at the | 
junction. It is the practice to clear all substation 
trouble reports through the transportation dispatcher, 


i 


so that inspectors and trainmen’s reports will all be 


The 500- Kw. Portable Substation, Which Was Built on the ares Se of an Old Passenger Car, Has Full Automatic Apparatus. 
Inclosed Portion Contains a Cabin with Sleeping Accommodations 


‘The 


A small stove has also been installed in each station. 
lis was put in for use by inspectors or repair men, 
who may be required to spend a considerable time in a 
station during severe weather, when making repairs. 


9 FULL PROTECTION IN AUTOMATIC STATIONS 


|. The full automatic stations start up on reduced volt- 
’ “age and shut down on reduced load, in accordance with 
' general practice. The under-voltage d.c. relays in the 
trolley circuit are set to cut in at a voltage reduction of 
+I 20 per cent. The time-delay motor-operated relay then 
| makes the first of the sequence of starting contacts, 
| provided the voltage reduction continues. This time 
"adjustment may be varied from about 2 seconds to 
| |approximately 5 minutes and is normally adjusted for 
80 seconds. A magnetic clutch in the time relay acts 
to reset it after voltage reductions of short duration, 
| so that they do not have a cumulative effect in starting 
| the station. 
| This and most of the other apparatus in the stations 
| is standard Westinghouse automatic substation equip- 
1 ment. Series grid resistances are used to prevent pro- 
| longed d.c. overload on the station. 
For protection, the stations are locked out in starting 
_ if the machine fails to fall into step before the con- 
_ verter starting time-limit contacts are closed in the 
| triple function motor-operated time-delay relay. This 
relay, in addition to fixing the time for starting under 
| voltage reduction and the time allowance for the con- 
verter to fall into step, also controls the time for 

shutting down the station after the load falls off. 
| As installed, these relays are set to shut down a station 


| after 5 minutes if the load remains below 20 per cent 
of full load. 

| Phase unbalanced current will lock out a station dur- 

| ing the starting period, or will shut it down during 
the running period. Hot bearings, a.c. overload or 

| flash-over of the converter will also lock out a station. 

| A station will be temporarily shut down, or prevented 
from starting, by overheating of the grid resistors. 

| _ This will also occur by reversal of the direct current. 

If a reverse phase exists a station cannot start up. 
in the case of loss of field the machine is disconnected 
| from the d.c. end. After a station has been shut down 
temporarily for any cause, it cannot start up again 

‘until the field current has died down. An overspeed 
I device shuts down a station when the machine speed 
_ becomes excessive. Low a.c. voltage also prevents 
-slartng 5 
The combination of a short-circuit detector with the 
‘de. feeder contactor is another feature of interest in 
connection with this installation. This is accomplished 
by a relay arranged so that rapid rises in the direct 
current causes it to function, whereas a steady increase 
in load, even considerably above full load, only causes 
the series resistance of the station to be cut in. This 
‘relay is also combined with a reset relay, so that 
after the main feeder contactor has been tripped out on 
account of a short circuit, it is reclosed when the feeder 
sistance becomes such as to give half load on the 
achine. 


_ SEMI-AUTOMATIC STATION STARTED BY HAND 


- The semi-automatic station must be started up by 
hand in a manner similar to that used in starting a 
The operator starts the 


| | 
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operated breaker to the starting position, waits until 
the converter has come up to speed, reverses the polar- 
ity if necessary by means of a hand-operated field 
switch, and then throws the breaker to the running 
position. From then on, the automatic equipment as- 
sumes control and the operation is almost identical with 
that of the full automatic station. 

To shut down the semi-automatic station by hand, 
the. operator opens a single-pole knife switch in the 


All the Substations 


Typical Automatic Substation Control Panel. 
Except Rushville Have This Type of Control Equipment 


circuit of the d.c. machine contactor relay coil. He 
then trips the three-pole double-throw oil circuit 
breaker. In the event of an automatic shut-down, the 
sequence of these operations is taken care of auto- 
matically. 

This station is provided with protective features very 
similar to those in the full automatic stations. Phase 
unbalanced current during the running period will lock 
the station out. Hot machine bearings, reverse direct 
current and flashing over of the converter will lock out 
the station. Overload on the a.c. side will trip the 
oil circuit breaker. Overheating of the grid resistors 
in the d.c. circuit, or overheating of the machine wind- 
ings, will temporarily disconnect the station from the 
d.c. feeders, or will prevent it from being connected to 
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the d.c. bus when starting up. Loss of field disconnects 
the machine from the d.c. end. Overspeed results in 
disconnecting the machine from both the d.c. and the 
a.c. ends. The short-circuit feeder detector on the 
semi-automatic station operates similarly to that on 
the full automatic stations, except that the d.c. feeder 
contactor opens in the event of a feeder short circuit 
on the semi-automatic station, whereas the d.c. bus con- 
tactor opens under like conditions on the full automatic 
stations. 


THE PORTABLE STATION IS FULL AUTOMATIC 


In addition to the permanent stations, a portable full 
automatic station has been provided. This unit has a 
capacity of 500 kw. and may be moved to any point on 
the system where sidings are available to help out in 
the event of trouble with any of the permanent stations, 
or unusual loads at any given location. It was con- 
structed from an old passenger car which was heavily 
reinforced by means of steel plates across the car under 
the original framing, and a duplicate set of truss rods 
installed full length in order to reinforce the longi- 
tudinal sills. 

Power wiring under the body is carried in conduits 
of sufficient size to take the necessary cables. A num- 
ber of large special junction boxes were required and 
these were made from sheet steel by welding them to- 
gether in the company’s shop. 

As shown in the accompanying illustrations, the car 
was long enough to permit all the outdoor high-tension 
apparatus to be installed with sufficient clearance, with- 
out increasing the height much above that of the in- 
closed body. As a precaution against fire, the interior 
of the inclosed portion forming the converter room is 
lined with sheet metal, including the roof. On-the 
floor, large rubber mats protect employees who may 
have occasion to work on the interior while the station 
is in operation. There is a cabin at the front end of 
the car, equipped with a small stove and bunks for 
employees who may be required to remain with the 
station during emergencies. 


SECTIONALIZING FEEDER CONTACTORS MOUNTED 
ON POLES 


An interesting feature of the d.c. feeder system is 
the installation of feeder sectionalizing contactors at 
eight important points. This equipment functions to 
disconnect a short-circuited section of feeder from the 
rest of the system, and to restore the connection auto- 
matically as soon as the trouble has been removed. 
Each unit consists of a combination of relays with a 
contactor-mounted in boxes on poles at certain points 
along the right-of-way. 

Referring to the schematic diagram on page 164, 
the operation of this equipment may be readily ana- 
lyzed. Assuming that the contacts of the main con- 
tactor 40 are open, and that the feeder is energized 
on both sides of the contacts, with relay 51 de-ener- 
gized, relay 41 will pick up and close the circuit to 
contactor 40 coil. This contactor picks up and closes 
its contacts, thus joining the two sections of the feeder. 
This is the normal condition existing when the feeders 
are in regular service. 

If a short circuit occurs between the trolley or feeder 
and ground, on the side to which 40 is connected, the 
small size of the feeder cable will cause a very large 
drop in voltage so that both contactors 40 and 41 will 
drop out. As soon as contactor 40 has opened normal 
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’ substation was connected to the distribution system, 
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voltage is restored to relay 41, which starts to pick i E 

If the contacts of 41 close, 40 will not close, since : q 
coil is on the short circuited side of its own con acts, 
Meanwhile, as soon as the 40 contacts open, relay 51) 
is subjected to the difference in voltage between 
two sides of the feeder. A difference of about 
volts will cause this relay to pick up, thereby 
energizing relay 41, which in turn closes the circuit 
the coil of 40. This closes the contacts of 40. 

On the other hand, if the short circuit occurs on th | 
side of the feeder to which relay 41 is connected, ’ 
contactors will drop out because of under-voltage ¢ \ 
before, but with the opening of 40 contacts the ae | 
situation is reversed from the previous case. Normal 
voltage is available for the coil of 40, but this contactor 
cannot close because 41 remains open due to the low 
voltage imposed by the short circuit continuing. Relay 
51 functions as before, and when the voltage difference 
drops sufficiently this relay drops out and thereby 
energizes relay 41, which in turn energizes the coil of i zy 
40 and allows the contactor to close. + | 

The operation of this sectionalizing equipment de- | 
pends on the high resistance of the feeder circuit so | 
that a short circuit will cause sufficient voltage dr | 
to make the contactors drop out. The voltage at i) 
this occurs is approximately 30 per cent of normal 
This reduction-is ‘made quite large to prevent the sec- 
tionalizing equipment from functioning under ordinary || 
overloads. 


= \W 


SERVICE MAINTAINED DURING CHANGE ~ 


Service-was maintained on both divisions of the prop- | , 
erty throughout the period of changing over to 600-volt |) 
operation. The work was carried out so that the d.c. |) 
zone was gradually extended from station to station 


correspond with the extension of the d.c. zone, as ‘tial 
high-tension lines were changed from 25-cycle, single- 
phase power to 60-cycle, three-phase. HY | 
On each division, the work of changing over was 
started at the junction and progressed from station to — 
station until the end of the division was reached. Dur-— 
ing the process of changing, the d.c. area was fed from 
the junction switching station while the a.c. area was 1 
fed from Rushville power house. t| 
“li 
i 


The old cars, equipped with single-phase motors, 
were operated over both a.c. and d.c. sections until an 
entire division had been completed. New cars with 
d.c. equipment were then put in service. As each new 


the trolley in that section was changed from a.c. to d.c. | 

Consequently it was necessary to make all taps from  |f 
feeders to trolley in that section during the night be- 
fore commencing d.c. operation. 


pt ee / 
Paper Matches Promote Traffic 


HE Union Street Railway,. New Bedford, Mass., — 
recently purchased 10,000 paper match folders 
advertising the attractions of Lincoln Park, owned by 
the railway, half way between New Bedford and Fall 
River. 
. These folders were placed in cigar stores, drug stores, — 
summer hotels, etc., within a radius of 50 miles, to 
promote. traffic to the park. 
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Oil-Klectric Locomotive for Freight Service on Tenth Avenue, 
| New York 


| Oil-Electric Engine in New York 


| HE New York Central Railroad has put in opera- 
| tion on its Tenth Avenue freight extension, New 
| York, a 60-ton oil-electric locomotive for hauling freight 
ears through the streets of New York City. The 
-| locomotive was built jointly by the General Electric 
Company and the Ingersoll-Rand Company, and carries 

/ a 300-hp. oil engine with six cylinders, operating at 
600 r.p.m. and driving a 600-volt, 200-kw. generator, 
with separately excited shunt fields and differential 
compound series winding to give a voltage variation of 
_ from 200 to 750 volts. There are four HM-840 General 
| Electric motors, one geared to each of the four axles. 

The control is automatic, to the extent that the power 
is controlled by a throttle lever similar to that on a 
steam locomotive. Opening the lever increases the 
_ engine speed from idling to full speed within the limits 
_ set by the overspeed governor, and the current passing 
| through the differential series field gives an output of 
the generator equivalent to the input of the engine. 
The locomotive then automatically accelerates without 
| any loss of power in the rheostat. 

The oil engine is of the Price-Rathbun type using 
solid fuel injection. The consumption of fuel is about 
_ 0.45 Ib. per horsepower-hour. Owing to the absence 
_ of smoke or visible exhaust, this locomotive is par- 
| ticularly adapted for street service in New York City. 


RDITE 
(LIMITED 


Demand for De Luxe Service Increases 
in Michigan 
WING to the increasing demand for high-speed 
de luxe interurban service out of Detroit, the 
Detroit United Railway has added chair cars to several 
of its interurban lines. 

One of these lines is that between Detroit and Flint, 
on which two new chair cars have been running since 
the end of last May. These cars are fitted with 
multiple-unit control and M.C.B. couplers and operate 
sometimes singly and sometimes in a train with another 
type of car, but the chair car is always used as a lead 
car. Three runs are made each day from Detroit and 
from Flint, and the charge for a chair is 50 cents. 
Each car carries thirty chairs, ten in the smoking 
compartment and twenty in the main compartment. 
These seats are not stationary but can be moved about 
to suit the convenience of the passengers. 

The bodies for these cars were built in the shops 
of the Detroit United Railway. They have an over-all 
length of 58 ft. 34 in. and an over-all width of 8 ft. 74 
in. The interior trim is mahogany. They are mounted 
on C-80-P-Standard trucks with 36-in. wheels and are 
equipped with Westinghouse 303 motors. Each car 
weighs complete 85,700 lb. The car carries a roller des- 
tination sign covered with glass. Two views of this car 
are given below. Further particulars of the equipment 
will be found on page 188. 

A somewhat similar car but of a lighter type, also 
built in the shops of the company, has been put in 
service on the Pontiac division. Two of these cars are 
required to give the service. The interior finish is 
somewhat different, the side posts and headlining being 
of ivory enamel and the wainscot paneling of dark 
green burlap. The chairs are of wicker, upholstered. 

For additional coach service, the company has re- 
cently purchased from the St. Louis Car Company ten 
attractive cross-seat cars, seating 16 passengers in the 
smoking compartment and 38 in the body of the car. 
This car is 26 ft. 14 in. over all and weighs 63,000 lb. 
It is mounted on Brill No. 27 M:C.B.-2 trucks, each 
truck carrying two G.E.-275-A motors. 


Front End and Interior of Smoking Compartment of New Chair Cars Operating Between Detroit and Flint 
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Association News & Discussions. 
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Paris Congress Largely Attended 


The Topics Discussed at the Meeting on June 16-20 Included City Plan- 
ning, Car Design, Engagement of Transportation Employees, 
Track Construction and Bus Operation—About 400 
Delegates and Guests Were Present 


HE sessions in Paris on June 16-20 
of the International Tramway, 
Light Railway & Bus Association 
(Union Internationale de Tramways, de 
Chemins de fer d’Intérét local et de 
Transports Publics Automobiles), were 
preceded by an event of great personal 
interest to the members of the associa- 
tion. This was the presentation of a 
testimonial to Mr. de Burlet, who re- 
tired as president last year after an 
administration of more than ten years. 
The presentation took place at a recep- 
tion to the members on the evening of 
June 16, at which about 400 delegates 
and guests were present. The presi- 
dent of the association, Mr. de Lancker, 
expressed the regret of the members 
that Mr. de Burlet, after so many 
years devoted to the interests of the 
association, had felt obliged, owing to 
his advancing years, to retire from the 
office of president. He then referred 
to the distinguished career of his pred- 
ecessor, pointing out that it was 
largely owing to Mr. de Burlet’s abil- 
ity and devotion that the association 
had won such prestige, not only in 
Europe but elsewhere throughout the 
world. Mr. de Lancker also referred 
to the action of Mr. de Burlet during 
the war in succoring French refugees 
hunted into Belgium from the north 
of France and in protecting the women 
and children against the enemy’s sol- 
diery, for which action he had had to 
spend a nutiber of months in a Ger- 
man prison. Mr. de Lancker then 
presented to Mr. de Burlet, in behalf 
of the association, a bronze figure rep- 
resenting “Protecting the Hearthstone.” 
Mr. de Burlet replied gratefully, 
attributing, in his modesty, the suc- 
cess of the association to the assistance 
of his associates on the executive com- 
mittee and said that while he could 
no longer serve as president, it was 
his greatest pleasure to see the asso- 
ciation prosperous and marching on 
toward a brilliant destiny. 


TRANSPORTATION AND CITY PLANNING 


The first technical session of the 
association was held on Tuesday, June 
17, and was devoted to a consideration 
of the relation of transportation to 
city p'anning. The paper on this sub- 
ject, prepared by G. Delavenne of the 
Paris Municipal Council, was read by 
Mr. Labussiére of the Paris Tramway. 
This paper appears in abstract in this 
issue. By a series of charts, the 
author showed the development of 
transportation lines in the city of Paris 
and its environs from 1861 to 1924, 
also the total rides and rides per in- 


habitant by years for Paris since 
1889, for Diisseldorf and Berlin since 
1904 and for Chicago since 1885. There 
was no discussion. 


Car CONSTRUCTION 


The afternoon session was devoted 
to the subject of car construction and 
equipment, discussed in three reports, 
the reports being presented respectively 
by Messrs. Dubath of the Swiss Indus- 
trial Company at Neuhausen, Harmel 


of the Liége Tramways and Ricaud of 


F. de Lancker © 


President Union Internationale de Tram- 
ways, de Chemins de fer d’Intérét local et 
de Transports Publics Automobiles 


the Marseilles Tramways. Abstracts of 
these reports will appear in an early 
issue of this paper. 

In the discussion which followed, 
several delegates testified to the satis- 
factory results secured with roller or 
ball bearings. A greater difference of 
opinion developed over the advisability 
of the use of radial trucks. Mr. de 
Croes of the Belgian National Light 
Railway system said that eighteen cars 
on that property had been equipped 
with the radial truck, but had not been 
in operation long enough to give definite 
results. The truck had been installed 
on this line because of satisfactory 
results reported to have been obtained 
in Ostend. 

The discussion then developed along 
the lines of the proper wheelbase to 
use with curves of different radii, with 
both rigid and radial trucks. Mr. 
Bacqueyrisse, superintendent of rolling 
stock of the Paris Tramways, declared 
that he had lost interest in the radial 


‘prefer to wear out a few feet of curve | 


truck. He said that it had been on 
the market for twenty-five years and 
had been used by a number of French | — 
companies, but had in practically all | | 
cases been abandoned in favor of @ 
rigid truck with the long eae | 
even as long as 3.6 m. (11 ft. 10 in.) 
for a single truck car. The Paris tram-. 
way system has 700 cars of this type " 
and wheelbase and has had no diffi- 

cuity in operating them around curves \ 
with 18-m. (59-ft.) radius. In his- \ 
opinion it was as easy to get cars with | 

a 3.6 m. wheelbase around such a curve |) 
as if radial trucks were used. The fact | 
must not be forgotten that both radial | 
trucks and short wheelbase trucks have | 
a nosing movement which is injurious | — 
to straight track. Personally he would 


with long wheelbase trucks than t 
wear out an equal number of miles of! 
straight track through the nosing effect 
of radial trucks or short wheelbase |) 
trucks. He was equally skeptical about | 
the benefits to be derived from ball | 
bearings, at least so long as it costs as ie 
much as it does at present to install | 
them. et 
Mr. Castaing, chief engineer of roll- |) 
ing stock, Paris Tramways, said that |) 
the motor cars with the long wheelbase i 
and parallel axles in Paris made about || 
35,000 km. (22,000 miles) before the 4). 
wheels had to be re-turned. On T-rail | We 
construction the mileage of the tires’ |) 
before re-turning was 40,000 km. | 
(25,000 miles). The cost of mainte- 
nance for double trucks per car was 
from 15 to 20 per cent more than for 
the long wheelbase single-truck cars 
and radial truck maintenance cost was 
at least 10 per cent higher than for 
trucks with rigid axles. 

After a brief discussion on electric 
brakes, Mr. Gasquet called attention 
to the subject of storage battery cars, 
which, he said, although completely — 
abandoned in France, had come into a> 
certain use in Germany. He pointed © | 
out that several German companies | 
had recently ordered thirty-nine new | 
storage battery cars. Other delegates © ' 
expressed themselves as not seeing | 
much future for the storage battery AI 
system. 

There were no technical sessions on A 
Wednesday. Instead the delegates | 
made a trip by motor cars to Versailles | 
to visit the Chateau and the Trianon. 
They lunched at Versailles and in the 
afternoon visited the park of St. Cloud. 
In the evening they held their annual 
banquet. Mr. Peytral, Minister of 
Public Works, presided and Mr. Mari- 
age, general manager Paris Tramways, 
welcomed the delegates to Paris in 
behalf of the transportation interests. 


ENGAGEMENT AND DISCIPLINE OF 
TRANSPORTATION EMPLOYEES 

The first topic at the meeting on 

Thursday was the engagement of 

transportation employees, as presented 


Hints ty Mr. Bacqueyrisse of .Paris 
an id Mr. Prins of Brussels. An ab- 
_‘stract of the report by Mr. Bacquerisse 
ihe ill appear in an early issue of the 
i| LECTRIC RAILWAY JOURNAL. An ab- 
_\stract of the report by Mr. Prins was 
|| Beard in the issue of this paper for 
June 21, 1924. 

2 || ai his oral introduction to his re- 
port, Mr. Bacqueyrisse pointed out that 
- motormen who have been with the 
‘eonipany a short time are much more 
\liable to accidents than those with a 
jlong period of service. He also said 
‘that railways give a great deal of 
_| scientific attention to the selection of 
| their equipment and they should do 
| likewise with their personnel. He be- 
Teves, in choosing men, that the object 
- sought should be normalcy. A motor- 
'|man who is overcautious is about as 
| bad as one who is careless. 


TRACK CONSTRUCTION 


| The next subject discussed was that 
of track,.on which four reports were 
_ presented. Abstracts of three of these 
| papers have already been published in 
| this paper. (See ELEcTRIC RAILWAY 
| JouRNAL for July 5, page 20; July 12, 
| page 58; July 19, page 97. The fourth, 
_ by Mr. Bouton, appears in abstract in 
the following pages of this issue. In 
| presenting his report, Mr. d’Hoop took 
 oeeasion to explain a confusion which 
had crept into it, owing to his refer- 
| ence to the three standard grooved rail 
| sections proposed by the Swiss Com- 
| mission on Standardization (and re- 
| produced on page 97 of the issue of 
this paper for July 19, 1924). Mr. 
| d’Hoop said that he brought these sec- 
| tions to the attention of the association 
| as a matter of general interest and not 
| necessarily for action in the way of 
_ adoption at the present session. 

Mr. Bouton, Paris, said that a study 
on rail standards was being conducted 
by the French Tramways Association 
and that. it was hoped a recommenda- 

| tion would be made before long. Mr. 

' Badesco, Bucharest, made certain sug- 
gestions in regard to dimensions which 
he thought were desirable in standard 
rails, notably a thicker base than that 
recommended. The subject of the de- 
sirability of the future adoption of rail 
Standards was then referred to a com- 
mittee. 

In continuing the discussion on the 
reports presented, Mr. Gagne said that 
he was not in accord with the state- 
“ment in one of the papers that only 
those parts of special work subject to 
great wear should be of: manganese 
steel. Parts subject to slight wear 
should also be of wear-resisting mate- 

rial. Otherwise, inequality in wear of 
such installations would result and be 
bad for the rolling stock. After out- 
lining the soil and traffic conditions 
‘with which solid and flexible track con- 
_ struction were respective’y more desir- 
able, Mr. Gagne explained a state- 
ment made in the report in the July 5 
issue, page 20, saying that rails 24 m. 
; (78.7 #t.) had been used by the Paris 
Tramways. Mr. Gagne said that a few 
24 m. rails had been laid in Paris, but 
no new rails of this length were being 
Ta The longest now being used were 
18 m. 
In the discussion on inspectors, as 
considered in the paper by Mr. Prins 
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(ELECTRIC RAILWAY JOURNAL, June 21, 
page 990), Mr. Barthelemey said that 
while the number of inspectors on the 
Paris system was high as compared 
with other systems, a reason can be 
found in the variety of fares charged, 
and he considered the expense justified. 


INDEPENDENT UNITS FOR BRANCH 
STEAM LINES 


The session on Thursday afternoon 
was given up to a consideration of the 
use of independent motor cars on trunk 
line branches and light railways. The 
report on this subject related largely 
to various possible economies in steam 
locomotives, such as feed-water heat- 
ers, superheaters and oil burning. 
There was no discussion. 


Bus OPERATION 


Mr. Bonhomme, manager of the So- 
ciété des Transports Automobiles In- 
dustriels et Commerciaux of Paris, 
presented a report on bus operation in 
Paris. An abstract of this report will 
appear in an early issue of Bus Trans- 
portation. Considerable space in this 
report was taken by a discussion of 
various substitute fuels which are be- 
ing tested in Paris for gasoline. One 
of the speakers pointed out that it was 


‘very desirable to develop a motor for 


commercial vehicles capable of using a 
second-grade fuel which owners of pri- 
vate cars dec’ine to purchase. Of these 
substitutes, alcohol in various combina- 
tions seems most promising. In the 
discussion on storage battery buses, the 
Paris delegates gave rather a doleful 
account of their experience and said 
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storage battery buses had Paneacolly 
disappeared from that city. 

Mr. Bacqueyrisse gave some compara- 
tive operating expense figures applying 
to buses and trolley cars. Those for 
the buses were for all the buses operat- 
ing out of a certain depot in Paris with 
a capacity of from 80 to 100 buses and 
consequently corresponding to the 
equipment of an average line. Those 
for the trolley cars are the averages 
for the entire system and consequently 
include a considerable lot of old equip- 
ment. With the latest type of cars the 
figure given below for trolley cars, he 
said, will drop to fr. 2.50 per car- 
kilometer (20 cents per car-mile). The 
figures are for February last and (with 
the frane at 5 cents) are as follows: 


OPERATING EXPENSES ONLY—AVER- 
AGE FOR FEBRUARY, 1924, PARIS 


Francs per Cents per 

Car-Kilometer Car-Mile 
REGCOY CALS) is iaie .iale 2.86 22.88 
Trall CAFS sso ups soe 1.44 11,52 
BUSOS skola sua slp 2.43 19.44 


In the evening the delegates in a 
party attended the opera. 


BUSINESS SESSION 


The session on June 20 was devoted 
to the business of the association. The 
report of the treasurer was read and 
approved. Members of the executive 
committee elected were: Messrs. Van- 
den Broek, Thonet, Salvadori, Barth 
and Rochat (re-elected) and Noirfalize 
and Tomicki (new members). 

It was decided to hold the 1926 meet- 
ing in Barce’ona, Spain. 


‘Track Switches for Electric Railways 
in Paved Streets’ 


The Tendency Is Toward Manganese Steel with a Switch in Each Line 
of Rail Instead of a Switch in One and a Mate in the Other— 
Other Phases of European Practice Described 


By G. BOUTON 
Vice-President East Paris Tramway Company 


WENTY-NINE electric railway 

properties replied to the data 
sheet on track switches, sent out by the 
author. A number of these systems, 
including those in Bordeaux, Havre, 
Orleans, Glasgow, London, Naples, The 
Hague, Buenos Aires and Paris, have 
replaced all of their built-up switches 
with switches made of cast steel. Stras- 
bourg, Rotterdam and: Utrecht hold to 
built-up work, but the majority of the 
systems reporting have a great variety 
of types, including manganese steel. 
The use of cast steel, particularly of 
manganese steel, for this purpose, is 
spreading, because of its low main- 
tenance cost, and in spite of its high 
first cost. In addition to manganese 
steel, tests have been made with high 
carbon steel for this purpose and (in 
America) with chrome nickel steel. A 
switch of manganese steel, with aver- 
age traffic, should last about 12 years. 
Though manganese steel is satisfactory 


*Abstract of a report presented at the 
biennial meeting of the Union Internationale 
de Tramways, de Chemins de fer d’Intérét 
local et de Transports Publics Automobiles, 
Paris, June 16-21, 1924, 


as regards wear some companies have 
found that cupping occurs at the points 
where the switch is joined to the rail, 
and these points have to be built up by 
welding. 

In general, the practice is to use a 
tongue switch in each side of the track 
rather than one tongue switch and 
mate, in spite of the added complica- 
tion of connections. The tongues of 
these two switches are connected by a 
rod under the pavement, so that they 
move in unison. Where a switch with 
a single tongue is used, the tongue is 
usually on the inside of the curve, but 
Glasgow has obtained better results by 
using it on the outside. Most com- 
panies have found, however, that with 
a single switch, with mate, the point of 
the latter becomes worn in the direc- 
tion of the greater traffic, and cars go- 
ing in the direction of less traffic may 
be derailed. The use of the single 
switch and mate should be confined to 
special cases, such as lines but little 
used, entrance tracks to depots, etc. 

A few companies, among them the 
company in Paris, are using switches 
with immovable tongues for both rails 
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on turnouts. This is accomplishec 
by eliminating the curve at the en. 
trance to the turnout, as shown ir 
Fig. 1. Such switches can also be used 
in other places, as on the exit tracks 
at carhouses where all of the exit 
tracks lead in to one ladder track. 

Switch tongues should be fairly long, 
say from 2 m. (79 in.) to 22 m. (98 
in.). They may be straight or curved. 
When curved, the radius is generally 
20 m., 830 m. or 50 m. The use of a 
curve on the tongue reduces the blow 
from the wheel when it enters and 
leaves the switch. Formerly the outer 
end of the tongue was sharp. Now it 
is generally flat or rounded, say from 
7 mm. to 8 mm. (about i in.) across, 
or preferably more. To prevent the 
tongue from rising, a horizontal bolt 
can pass through the tongue or pre- 
ferably through a lug on its lower side, 
or the lower part of the point can be 
held down by an extension of the bed 
of the switch, as in Paris (see Fig. 2). 
In Buenos Aires the novel construction 
is used of having a groove in the tongue 
for the passage of the wheel flange 
(Fig. 3). This means that at its point 
or outer end the tongue has a width 
at the base of 65 mm. (27% in.) and 
nearly the same width on top. 

In built-up switches the heel of the 
tongue is always carried on a pivot 
(Fig. 4) and this practice is followed 
in many of the cast-steel switches in- 
stalled. In other cast steel switches, 
the heel is mounted on a stud (Fig. 5), 
or it may be held in place by a keeper 
or- lug. In some types of cast-steel 
switches, there is provision for taking 
up the wear on the under part of the 
heel by wedges. 

In general, the base of the tongue is 
broadened out to provide a greater 
wearing surface, but Geneva has found 
that with tongues having an enlarged 
base and recesses, as in Fig. 6, snow 
and ice are apt to become packed in 
the pockets marked A and B. In con- 
sequence, this company is abandoning 
this type of switch for one in which 
the tongue and tongue bed have 
straight sides. Most cities, however, 
declare that the switches can be kept 
clear of ice and snow by salt. The 
Lille Tramways reports that where a 
worn tongue is replaced by a new one, 
it is desirable to build up the switch 
bed, if worn, by welding, so that the 
new tongue will lie flat. 

Switches are sometimes bolted and 
sometimes welded to the , adjoining 
track, but the application of welding 
to join up manganese special work 
with running rail is still in the experi- 
mental stage. If bolted up, especially 
long angle plates should be used. 


OPERATION OF SWITCHES 


Switches can be operated mechanically 
or electrically. Mechanical methods of 
operation ‘vary all the way from the 
movement of the tongue by a switch 
iron in the hands of the motorman or 
conductor to the operation of the switch 
by a switchman in the street or on the 
sidewalk. Hand operation by the mo- 
torman obviously is suitable only for 
lines of light traffic. 

Positive action of the switch tongue 
or of the switch tongues in double- 
pointed. switches, is obtained in a 


\ 


\\ 


CH WCC 


European Types of Track Switches for Use by Electric Railways in Paved Streets 


. Fig. 1—Through turnout not requiring 
tongue switches. 

Fig. 2—Longitudinal section showing 
method of holding down point of switch 
tongue in Paris. 

Fig. 3—Cross-section of switch bed and 
tongue, Buenos Aires. 

Fig. 4—-Two methods of mounting tongue 
heel on pivot, Geneva. 

Fig. 5—Mounting of tongue heel on stud, 
Paris, : 

Fig. 6—Section of switch bed and tongue 


formerly used in Geneva but abandoned 
because snow became packed in the pockets 
A and B 

Fig. 7—Cross-section of track showing 
use of counterbalance in Marseilles for 
securing positive action for double-pointed - 
switch. 

Fig. 8—Method of securing positive ac- 
tion of switches, Paris. 

Fig. 9—Method of securing positive action 
of switches, Buenos Aires. 


Fig. 10—Method of securing positive ac- 
tion of switches, Geneva. 
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ty of ways, as by a counterbalance 
in Marseilles (Fig. 7) ; with a spring 
ck, as in Paris (Fig. 8) and Buenos 


‘ires (Fig. 9), and with a pivoted 
as in Geneva (Fig. 10). - 


pring, 
ie ’ ELECTRIC SWITCHES 


| 
| ere: 4 is a great variety of electric 
| itches. They may be operated by 


) an overhead contactor, (2) insu- 
‘ited section of the trolley wire, or (3) 
‘\sulated section of the track, over 
hich the motorman passes with cur- 
ent on or current off, according to the 
‘osition in which he wants the switch. 
ne system only, the Henrard-Levéque, 
eae no attention from the motor- 
nan. In this there are two or more 
jontaect studs fixed on the side of the 
‘volley pole below the harp, and these 
a” one several circuits as the 
olley pole passes through a trough 
jut into the overhead structure. These 
‘\tuds can be set on the poles of one set 
i cars so as always to throw the 
‘jwitch in one way, and on another 
‘group of cars to throw the switch in 
/another way. While this system has 
the advantage that it is entirely auto- 
/matic, the studs on the trolley pole have 
fe be adjusted with pretty close exact- 
‘hess. Complications are produced also 
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when cars for emergency have to be 
changed from one route to another, and 
the automatic features of the system 
tend to make the motorman feel that 
he has no responsibility when the car is 
passing over a switch. 

The other types of electric switches 
differ in the form of contactor or 
method of switch operation, but all are 
under the control of the motorman. 
These switches can be arranged for (1) 
“power-on” operation, or that in which 
the motorman takes current only when 
he wishes to change the position of the 
switch, or (2) for “power on and off” 
operation, in which the motorman takes 
current or does not do so depending 
upon whether he wishes to go to the 
right or to the left. Both systems are 
used quite extensively, but the one first 
mentioned seems safer because when a 
motorman approaches a switch he must 
look to see what its position is, so does 
not get careless. 

Motive power for these electric 
switches may be supplied by a solenoid 
or a motor. The former is cheaper in 
first cost and takes less space and is 
generally to be preferred. The action 
of a motor, however, is less abrupt, so 
switch maintenance may be lower with 
a motor. 


The Influence of Transportation on 
the Growth of Cities* 


‘The Author Suggests that Harmonious Development of Transit and 
Housing Calls for Public Ownership and Private Management of 
the Transport Facilities as Well as Possible Public Ownership 
of Suburban Areas Suitable for Wholesale Housing Plans 


By G. DELAVENNE 


President of Municipal Transport Commission and Reporter-General of the Budget, 
Department of the Seine 


OME eager spirits have raised the 
question whether population follows 

or precedes transportation. The answer 
‘cannot be given out of hand. History 
irs that so far as old cities are 
‘concerned, they evolved without any 
‘thought being given to public trans- 
‘portation. It is only in recent times 
_that this matter has been considered. 
| In the period just before the French 
' Revolution, Quesnay denounced the 
tendency of the peasants to desert their 
farms for the city to batten on the 
extravagance of the court and nobility 
at Paris. The attraction of the city 
| was greatly increased in the nineteenth 
century through the advent of the 
‘machine age with its corresponding 
_change from the independent worker 
to the factory. This brought an omi- 
‘nous change in the method of city 
growth. Theretofore, the development 

_ had been toward the creation of numer- 
‘ous communities, each of which special- 
‘ized in some particular industry so that 
the worker could stay within walking 
distance of his job. Transport was 
almost entirely a question of the car- 
‘riage of food and other supplies to and 


from the geographical center and be- - 


_ tween the different sections. 


— 

 *Abstract of a report presented at the 
ennial meeting of the Union Internationale 
Tramways, de Chemins de fer d’Intérét 
ocal et de Transports Publics Beat sou hes: 
is, June 16-21, 1924. 


The second step came with the in- 
troduction of regular public service 
routes. By 1854, ten concerns in Paris 
consolidated and in 1855 received the 
thirty-year franchise which marked the 
origin of the Compagnie Genérale des 
Omnibus. While this development 
marked a partial change from vertical 
to horizontal growth, it was noteworthy 
that the population density of the newly 
served sections tended more and more 
to approach that of the ancient center. 

By 1873, the population had spread 
beyond the city walls and tramways 
had been built to connect communes 
north and south of Paris. Up to this 
time, also, speculation in land had been 
limited, so that the population tended 
to follow the routes of new transit 
facilities closely. All this occurred un- 
der animal traction with an average 
speed of only 6 to 7 m. (3.7 to 4.3 miles) 
per hour. With the arrival of mechan- 
ical traction giant steps were taken 
in 1890-1910 in the growth of the sub- 
urbs as compared with the inner city. 
Paris’ suburban population grew from 
693,000 in 1891 to 955,692 in 1901, to 
1,039,345 in 1906, to 1.266,000 in 1911 
and to 1,505,219 in 1921. Since 1861 
Paris city has grown only 50 per cent, 
while the remainder of the department 
(of the Seine) has grown 200 per cent. 

London shows much the same story. 
In 1861 the strictly metropolitan area 
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had 2,803,000 inhabitants and the outer 
ring only 418,000. In 1881 the ratios 
were 4,000,000 to 1,400,000, the city 
showing 50 per cent increase, but the 
suburbs 240 per cent. Within the last 
thirty years the suburban population 
of Berlin has increased tenfold.’ 

It is this tendency toward diffusion 
of the inhabitants through improved 
transport that has led some anticipators 
of urban possibilities to echo Vander. 
velde’s prediction that: “The cities of 
the future will not be centers of habi- 
tation so much as agglomerations of 
public buildings and monuments, places 
for meeting and for work and rendez- 
vous for business, pleasure and study.” 

While we have not yet reached this 
stage, we may hazard the statement 
that public utility transport has at 
least partially changed the city from 
a gathering of immobile inhabitants 
threatened with dead rot to a mobile 
community capable of spreading hori- 
zontally instead of vertically. 


TRANSPORT AS RELATED TO ACTUAL 
Ciry LAYOUT 


It is only in recent years that mu- 
nicipal authorities have sought to 
direct the hitherto spontaneous growth 
of cities. Just now, in particular, the 
scarcity of houses and the presence of 
slums make more difficult the problem 
ef spreading the population without 
violence to the natural tendencies of 
the inhabitants. 

Here enters the fact that with avety 
new Paris line there comes. the same 
erection of six and seven-story tene- 
ments as in the center. This is so 
marked because of the increase in:land 
values produced by the extensions that 
while the increase of all the suburban 
population of Paris was 200 per cent 
in the period 1861-1921, that of the 
sections directly served by the new 
transport facilities was 484 per cent. 
So this uncontrolled relationship’ be- 
tween transit facilities and housing has 
led to the same congestion and high 
rents in the outer districts as was 
formerly unique to the center. 

At the 1912 convention Herr Kuhles 
uttered a profound truth when he said 
that a route established through an 
unbuilt district without a complete un- 
derstanding with the land owners along 
the line as to the construction of homes 
is a hindrance rather than a help to 
satisfactory urban development. Means 
must be taken to assure that the good 
from such a line will go to the public 
which pays the cost rather than to the 
speculator. Haphazard, speculative de- 
velopment which simply creates new 
congestion centers belies the true pur- 
pose of.transport, viz., the diffusion of 
the population. 

One way to secure the harmonious 
co-operative development of transport 
and housing facilities is suggested by 
the land-purchase policy (Bodenpolitik) 
of German municipalities. In this case, 
the same authorities who have control 
of transit have purchased large tracts 
which have not been thrown open to 
the public until the necessary transport 
and other public facilities have been 
prepared. The Department of the Seine 
is now trying town planning of this 
order at Courneuve and Sceaux. This 
kind of development not only assures 
a well-planned housing development but 
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it permits the institution of a tax on 
surplus land values which helps to 
defray the cost of the lines. 

That improvement in the speed of 
vehicles and, more lately, the greater 
leisure due to the eight-hour day in- 
crease the riding habit or mobility per 
inhabitant [aside from effect of in- 
creased area and population not men- 
tioned by the author.—Eps.] is appar- 
ent from the following table: 


INCREASE IN RIDES PER INHABITANT 
PER ANNUM, YEARS 1904 TO 1913 


Department of the Seine (Greater 


PATIO) ees oie leh wes Wee eae as ae 160 to 260 
PUSSeLOON ie teri eee aien ble, sjwueiecataters 2 70 to 180 
ES OELUN (hep etete orave niet conte eters ete icin tea inte 230 to 325 
CC SO Helareeeyaietictsucrs ous aia lesa dal sfinilar ey sige 220 to 300 


Average increase, approximately. 
33 per cent 


It has been noted that the larger in- 
dustrial groups have shown a tendency 
to move away from city centers for 
such reasons as excessive cost of land, 
sanitary regulations, need for better 
waterway and railway conveniences, etc. 
On the other hand, the movement of 
the offices, shops and amusements is 
inward. The conversion of residence 
into business sections has been espe- 
cially noticeable in recent years. De- 
spite legal efforts, such as the declara- 
tion of restricted districts, this move- 
ment is inevitable. Here, again, it is 
the function of transport to assure the 
freest possible circulation between the 
center and the suburban homes of the 
office and store workers. 


PUBLIC OWNERSHIP AND PRIVATE MAN- 
AGEMENT A LA PARIS RECOMMENDED 


Three ways are open to the function- 
ing of city transportation enterprises, 
namely, unrestricted competition; local 
or general monopoly; public ownership 
with either public or private man- 
agement. 

In discussing the matter in 1912, 
Herr Kuhles said that the fault of 
private ownership was that there was 
expansion only where a profit was prob- 
able and with no regard to civic welfare, 
while the fault of public ownership was 
uneconomic overexpansion. Both points 
are founded on reason, but as this is 
not a perfect world we must choose the 
lesser of two evils. As a matter of 
fact, the financial and urban problems 
made more acute by the war have 
caused the large-scale development of 
metropolitan transportation to slip 
from private hands into those of the 
State. 

This is what has happened in Paris. 
Four years ago, the Council-General 
of the Seine took over the existing 
surface transport systems preliminary 
to carrying out elaborate plans for 
their expansion. Then came the agree- 
ment whereby public ownership and 
private management, under lease, col- 
laborate in financing the property 
while the company remains subordinate 
to the state in matters of routing, 
service, fares, standards of equipment 
and the like. 

The question of rates of fare merits 
attention without regard to political 
considerations. No fare scheme can be 
called normal if the income from the 
property fails to meet both the costs 
of operation and all overhead expenses, 
including amortization. Fares higher 
than this are likely to be beyond the 
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means of the average rider and there- 
fore would automatically cut down the 
public’s freedom of circulation and 
growth of the community. On the 
other hand, fares below cost would 
result in unjustifiable deficits except 
where part of the cost would come from 
the taxation of surplus value created 
by extensions. Despite the illusions of 
the public on the subject, only a trifling 
reduction in fare is possible through 
further reductions in general costs. An 
appreciable reduction is possible only 
by lowering the standard of service, as 
by longer headways and fewer seats 
per passenger. This would naturally 


i Midwest Claim Agents Meet 


Hold Active Convention at Des Moines—Many Papers prifented « on 
Topics of Interest to the Claims Department 


HERE were about. thirty-five claim 
agents in attenaance at the con- 
vention of the Midwest Claim Agents 


Association, held at Des Moines,: July: 


18-19. The program, as printed in 
the issue of this paper for July 12, 
was carried out, except that E. A. 


Funke, claim agent, Lincoln Traction 


Company, Lincoln, Neb., was not able 
to be present, but his paper was read 
by Mr. Bennett of the Des Moines City 
Railway. 

The two-day convention was apened 
with an address of welcome by Mayor 
Carl M. Garver of Des Moines, after 
which Trevor C, Nielson, claim agent 
East St. Louis & Suburban Railway 
gave the annual address of the presi- 
dent. Mr. Nielson referred to several 
causes, among them the automobile, for 
increased accidents, said that the claims 
men were finding greater help through 
conferences than formerly and urged 
all to work continuously, not spasmodi- 
cally, for greater safety and fewer 
claims. 
|The “Rule of the Res Gestae” was 
the title of the paper delivered Friday 
morning by Hon. Herman M. Geuch, 
Judge ‘of the Municipal Court, Des 
Moines. The speaker pointed out that 
in almost all American courts, declara- 
tions uttered by parties to a transac- 
tion which are the natural outgrowth 
of the transaction, spontaneously ex- 
pressed and so nearly coincident in 
point of time that they may be taken 
as part of the transaction and explain 
it, are admissible as evidence. This is 
one of the exceptions to the hearsay 
evidence rule. In street railway acci- 
dents, these declarations, in so far as 
the railway company is concerned, are 
generally made by the motorman or 
conductor in charge of the car. The 
rules: governing the admission of such 
evidence have been stated many times 
by the court. Thus, in the case of the 
Fort Wayne & Wabash Valley line, a 
declaration said to have been made by 
the superintendent that he should have 
known better than to have put a cer- 
tain motorman in charge of a car, was 
not admitted as evidence when made 
long after the occurrence at a point 12 
miles away from the. place of the acci- 
dent. 

As a rule, only peclarations made by 
persons competent to be witnesses are 
admissible, though they may be made 


perfect coincidence of time is not re- 
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tend to reduce travel in spite of the 
lower fares which are intended to in- 
crease it. a 

The “no fare at all” theory of ae 
socialists is no less dangerous. The 
increase in land and building taxes 
which free-ride operation’ would neces- — 
sitate might lead to prohibitive rentals 
that wouid offset’ the saving in. fare. — ; 

After all, it should not be forgotten 
that because of advances in the art and ‘. | 
in general efficiency, electric railway 
fares of self-sustaining undertakings 
today show far less increase than both 
the wholesale and retail indices of the 
cost of living, 


by a bystander. A bystarder’s declara- 
tion is not admitted in some states, as 
for instance, Arkansas, Kentucky and 
Louisiana. Formerly it was held that 
the declaration must be contempora- j} 
neous with the transaction, but the | 
decisions of modern times indicate that | 
} 


quired. Thus, in the case of the 
Spokane Railway, a statement made by 
the conductor of a derailed train two — 
hours after its occurrence was admitted, 
and in another Washington case in 
which a boy was knocked unconscious 
by an accident, statements made when 
he recovered consciousness eight days — 
later were admitted under the doctrine 
of res gestae.: On the other hand, a 
statement made by a motorman that he 
was responsible for an accident in a 
Detroit case, after he had been threat-— 
ened by a mob, was not admitted. The — 
tendency of recent decisions is to relax 
the rule of admissibility rather than to 
restrict it. ; 
That the claim agent, in order to 

be successful in his work, need the co- 
operation not only of the general pub- 
lic, but also of the railway employees, 
was brought out by T. G. Kelly, super- 
intendent railway and claims, Fort 
Smith Light & Traction Company, Fort 
Smith, Ark. The best way to enlist 
this co-operation, according to Mr. 
Kelly, is through personal contact with 
the employees and the public. It is 
worth while to make a point to get 
acquainted with nearly all the em- 
ployees. The railway should pay nom- 
inal damages if it believes it is liable 
regardless of whether the injured party 
would be able to prove damages in 
court. | 
Results obtained from a co-operative — 
plan for the reduction of accident costs 
were told by C. B. Proctor, claim agent, 
Memphis Street Railway Company. 
The individual bonus caused a material 

increase in the number of unreported | 
accidents because it failed to encourage 
the reporting’ of all minor happenings. — 
Safety campaigns, dinners., meetings, Wy 
prizes, etc., were tried but were not 
entirely satisfactory because the tend- 
ency was to reduce the number of 
reported accidents without materially 
reducing the accident costs. A co-opera- 
tive bonus plan was therefore finally 
adopted whereby the men participate in 
the saving in accident costs made by 


the railway. 


‘Lincoln, Neb. 
leases were analyzed by Mr. Funke, 


Cincinnati. 


regular program was a_ short 
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As a result of this, the 
cost has been reduced from 5.59 per 


| cent of gross earnings to 4.03 per cent 


of earnings. 

That the modern claim agent is in 
reality a purchasing agent specializing 
in only one commodity—releases—was 
asserted in a paper by E. G. Funke, 
elaim agent, Lincoln Traction Company, 
Various types of re- 


who described the essential points 
that should be embodied in order to 


stand legal attack. 


The paper by F. W. Stockmar on 
“Outside Factors Affect Damage 
Claims” was printed in abstract in the 
issue of this paper for July 19. 

One of the most spirited discussions 
of the convention was that which fol- 
lowed the paper by Mr. Robinson of 
( His urging of. the practice 
of the Golden Rule and his theory that 
many claim departments are stirring 
up contestants by “soup to nuts” in- 
vestigations brought nearly every man 
in the meeting into the . discussion. 

Another paper which proved most in- 
teresting in that it dealt entirely with 
the human element was that by Mr. 
Mahan on “Men.” Emphasis was laid 
by Mr. Mahan upon the necessity of 
the claim department having an inti- 
mate touch with trainmen, and an 
assistance in their education on safety 
measures. 

A feature of the meetings not on the 
im- 
promptu talk on “Safety” by Mrs. C. 
B. Hardin, wife of the claim agent of 
the United Railways, St. Louis. Mrs. 
Hardin is a full-fledged member of the 
association and had a lively discussion 
with D. M. Finch of the Des Moines 
City Railway on the work of the safety 
councils in cities. 

Each paper brought out a spirited 
discussion. The attendance was not so 
large as to require formality in pro- 
cedure, and almost every claim agent 
present took part in the discussions. 
Almost no reader of a paper got 
through without submitting to a fire 
of questions. 

D. M. Finch, claim agent of Des 
Moines City Railway, was host to the 
convention, and on Friday evening the 
claim agents were taken for an auto- 
mobile ride around Des Moines ending 
at the Wakonda club, for dinner. 

In the annual election of officers held 
Saturday morning the following were 
chosen: President, T. C. Neilson, East 
St. Louis; vice-presidents, S. G. Shaw, 
Denver, and D. M. Finch,, Des Moines; 
Secretary-treasurer, W. C. Adams, East 
St. Louis; committeeman at large, C. 
B. Hardin, United Railways, St. Louis. 
All of these choices were re-elections 
with the exception of the secretary- 


_ treasurer. 


New England Club Holds 
Annual Outing 


ROUSING good time was had on 
July 24 at Norumbega Park, Mass., 


by the New England Street Railway 


Club, when 400 members and guests 
embled for the annual outing of the 
anization. Harry H. Hanson of the 
ddlesex & Boston Street Railway 
s general chairman of the outing 
committee, and with his associates lived 


up to the program’s promise that there 
should be “something doing” from 10 
a.m. to 10 p.m. 

The program included a wide range 
of outdoor sports for both men and 
women, and there was also many 
attractions for children. Families of 
club members were generously rep- 
resented in the attendance, and the 
annual “costume baseball farce” be- 
tween the street railway men and the 
supply men aroused great enthusiasm. 
The forenoon program featured sports 
for women, and after a box luncheon 
sports for the men and the ball game 
filled the time until about 4.30, when a 
series of water sports for men and 
women was run off. Following dinner 
came the award of prizes and the eve- 
ning performance at the park theater. 
Provision for golf was made at the 
near-by Woodland Golf Club. 


Central Accountants’ Association 


Program 


HE program of the Central Elec- 

tric Railway Accountants’ Associa- 
tion summer meeting, which will be 
held at Hotel Cleveland, Cleveland, 
Ohio, Aug. 15 and 16, 1924, has been 
announced, with the exception of the 
address of welcome. All meetings will 
be held on Eastern standard time. 

The program follows: 


Friday, Aug. 15, 9 A.M. to 12 Noon 
Meeting of Executive Committee 

Address of Welcome. 

Paper, Light and Power Accounting, by 
H. M. West, chief clerk Benton Harbor- 
St. Joe Railway & Light Company. 

Paper, Bus Operating Costs and Account- 
ing, by F. A. Healy, auditor Indiana, Co- 
lumbus & Eastern Traction Company. 

Paper, Activities of the Public Relations 
Department, by A. E. Scott, director of 
public relations Interstate Public Service 
Company. 

1:30 P.M. 

Reports of Committees. 

General Business. 


Saturday, Aug. 16, 9 A.M. to 12 Noon 


Standardization of Forms, joint paper by 
members of the Freight and Express Com- 
mittee. 

Question Box. 

A general oral discussion will be held 
following all papers and committee reports. 


—— 
American 


Association News 


City and Interurban Operation 


JOINT meeting of the committees 

on city operation and interurban 
operation of the American Association 
was held at St. Louis, Mo., on July 25. 
Those present were: 

City Operation—H. B. Flowers, 
chairman; R. F. Carbutt and R. W. 
Emerson, regional vice-chairmen; C. 8S. 
McCalla and E. J. Mcllrath. Interur- 
ban Operation—Harry Reid, chairman; 
John S. Bleecker and G. W. Welsh, 
regional vice-chairmen; D. W. Snyder, 
Jr. and H. A. Mullet. Both Commit- 
tees—E. F. Wickwire, manufacturer 
representative, and G. C. Hecker, sec- 
retary. Guests—J. A. Greig, W. H. 
Sawyer and Maj. R. J. Lockwood. 

The meeting was held at the Missouri 
Athletic Club through the courtesy of 
W. H. Sawyer, who arranged for the 


meeting room and for the committee 
luncheon. 

The secretary announced that reports 
had been received from six regional 
vice-chairmen. Messrs. Carbutt and 
Bleecker read their reports and the sec- 
retary read the others. There was con- 
siderable discussion of the several re- 
ports and it was especially noticeable 
that there was practically no duplica- 
tion, each regional vice-chairman hav- 
ing summarized his observations from 
a different viewpoint. 

Discussing methods of presenting the 
reports of the two committees, the sug- 
gestion was made that a joint report 
be made instead of two separate re- 
ports, the principal advantages being 
avoidance of duplication and conserva- 
tion of time at the convention. It was 
decided that a joint report should be 
made. It was agreed that the report 
should consist of an introductory sec- 
tion; reports of regional vice-chairmen; 
conclusions and recommendations. The 
Handbook of Modern Practices should 
be included as an appendix. 

The data gathered by the regional 
vice-chairman will be presented in the 
“Handbooks on City and Interurban 
Practices.” It was decided to issue 
each handbook this year in stencilled 
form only, and the secretary was in- 
structed to forward one to each mem- 
ber of the association. 

An editing committee for the final 
report was appointed, consisting of 
R. F. Carbutt and C. W. Kellogg of the 
city committee; J. S. Bleecker and 
G. W. Welsh of the interurban commit- 
tee and G. C. Hecker, J. A. Greig and 
Morris Buck. 

Messrs. Reid and Flowers suggested 
that the two committees be combined 
next year as the “committee on elec- 
tric railway operation.” They also 
suggested that the chairman be a vice- 
president of the American Associa- 
tion. It was agreed that such recom- 
mendations should be embodied in the 
report this year. 

It was decided to recommend the ap- 
pointment of one Canadian regional 
vice-chairman and two Canadian mem- 
bers at large. 

The secretary announced that ex- 
hibit space had been set aside for these 
committees at the coming convention. 
A discussion resulted in the decision 
to ask Secretary Welsh to eliminate 
the exhibit as a separate feature and 
to incorporate in the Association’s ex- 
hibit any material which the commit- 
tees might want displayed. 


Foreign Operation Committee 
in London 


HE special committee on foreign 

operation of the American Associ- 
ation, consisting of Harley A. Johnson, 
James W. Welsh and Harry L. Brown, 
following its arrival in London on July 
15, has devoted a considerable amount 
of time to a study of the London trans- 
portation situation. 

Following two weeks spent on the 
London Underground system and the 
London County Council Tramways, the 
committee has arranged to visit im- 
portant cities in the northern part of 
England and in Scotland. Following 
this trip, the committee plans to return 
to London Aug. 2. 
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Air-Driven Valve Lapping 
Machine 


APPING in motorman’s air valves 
is usually a long tedious hand 
operation which makes this work 
comparatively expensive. In the 
shops of the Denver Tramway, an 
air-driven machine has been de- 


This Air-Operated Device Laps Motorman’s 
Valves Automatically 


signed for doing this work, and is 
found to accomplish it successfully. 

The machine consists of a home- 
made air turbine, shown at the top 
in the accompanying illustration. A 
shut-off cock in the air line to the 
turbine acts as a throttle to regulate 
the speed so that the rate of rota- 
tion is approximately that which 
would be obtained’ were: the lapping 
carried out by hand. 

On the shelf below, the lower part 
of the valve is placed in position and 
the upper valve member set on top 
of it, just as if the lapping were to 
be done by hand. Grinding com- 
pound is applied in the customary 
manner. 

On the stem of the machine is a 
small casting having fastened to it a 


sheet metal piece made up with four 
projections as shown in the illustra- 
tion. This is set at a slight angle to 
the axis of the stem, so as to give it 
a slightly eccentric motion, when the 
stem is rotated by the turbine. 
The prongs on the bottom of the 
driving fixture are not bent down 
exactly at right angles, but are 
twisted slightly from a straight line 
drawn through the center of the 
stem. These prongs are not fastened 
to the valve in any way, simply 
straddling it. As they rotate\ with 
an eccentric motion they rub against 
the sides of the upper portion of the 
valve and cause it to move about over 
the face of the lower member. 
rate of rotation of the valve is less 
than half of that of the prongs, due 
to the slipping which takes place be- 
tween them. The combination of 
this slipping with the eccentric mo- 
tion of the prongs themselves re- 
sults in the top valve member mov- 
ing over the bottom surface in very 
much the same manner as would be 
done by hand. The continually 
changing direction of motion pre- 
vents the formation of grinding 
marks and gives a resulting surface 
equivalent to that with hand lapping. 
One of the men working on the 
air-brake repair bench takes care of 


¢ 


The 
right. 


The 


empty press is shown at the lower slots, 
In the view at the: top coils are the coils are placed regardless of armatur 


placing valves in the machine from — 
time to time, and while the valves 
are being lapped in he is engaged 


in other work at the bench. 


Electrically Heated Coil 
Press 


i 


NOVEL form of coil press is in 


use at the St. Catharines shop 
of the Niagara, St. Catharines & 
Toronto Railway. This form of coil) 
press, which was developed by the 
railway under the supervision of 


W. E. Massie, mechanical superinten- — 
dent, is electrically heated and water 
cooled. ~The main part of the press 
is a hollow casting which contains an 


electric heating element for 500-volt 
direct current. Provision is also 
made for circulating water, which is 
supplied from a jet under the casting 
in the water receptacle. : 
The press is designed so that it 
will take armature coils for all 
modern railway motors, including 
sizes from the GE 80 and Westing- 
house 101-B up to the five-turn GE 
240 coil. In practice, it takes about 
20 minutes to heat the press and cool 
the coil. When the coil is removed 
all the wires are cemented together 
by the shellac between the layers. — 
A number of these presses have 


ws 


This Coil Fress Is Electrically Heated and Water Cooled 


and in the view at the lower lef 


placed to obtain proper radius to fit the radius. 
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Automatic Circuit Breakers Are Tested by Shop Switch Panel 
at the Decatur Shops of the Illinois Traction System 


been constructed by the railway, 
which has been using them with very 
satisfactory results. One of the 
illustrations shows the press empty. 
The levers for holding the coils in 
position and pressing them are 
shown. In the other illustrations are 


_shown several coils in position in 


the presses. 


Testing Circuit Breakers 
Under Load 


T THE Decatur shops of the 
Illinois Traction System every 
circuit breaker, whether new or 
rebuilt, is given a test before it is 
placed in service. The testing 


apparatus used consists of three 


heavy-duty quick-break switches, a 
standard circuit breaker and the 
circuit breaker under test all 
mounted on the face of a panel. On 
the back of the board are mounted 
sufficient standard motor resistor 
units to create the desired electrical 
load for testing. The main line 
Switch, the circuit breakers and 
resistor units are connected in series 
on the 600-volt d.c. line with provi- 
sion made in the wiring for imposing 
two different loads on the circuit 
breaker under test. These two condi- 


tions are taken care of by the two 
switches located in the upper right 
hand corner of the panel. An amme- 
ter is also connected in series with 
the apparatus. 

The circuit breaker under test is 
set to release at the proper current 
value. In turn the main line switch, 
the permanent circuit breaker and 
the control switch governing the 
amount of current are closed. If 
the circuit breaker does not release 


Porm 911—1500-2-28 


when the control switches are closed, 
the current reading shown on the 
ammeter is noted, the permanent 
circuit breaker is knocked out by 
hand and another adjustment made 
of the circuit breaker under test. 
The permanent circuit breaker 
placed in series for protection of the 
apparatus is set to release at an 
amperage of approximately 25 per 
cent above the normal rating. 

As the railway has two types of 
circuit breakers, two control switches 
are installed to give the proper cur- 
rent for each type of breaker. When 
the heavy breakers are tested the 
permanent circuit breaker is set up 
so as to protect the line under these 
conditions. This apparatus was con- 
structed by the electrical department 
of the shop and is mounted on the 
same panel as are the switches and 
fuses for the shop lighting circuit. 


Keeping Records of Shop 
Equipment 
ECORD cards are kept by the 
Pittsburgh Railways of all ma- 
chinery and equipment located in the 
shops and car houses. This record 
is filed in the shop department 
office and is kept up. by one of the 
engineers of that department. Cards 
such as shown in the accompanying 
illustration are used. They are of 
white cardboard, 8 in. x 5 in. Fol- 
lowing an inventory a few years ago, 
the information obtained was placed 
on cards and since then these cards 
have been kept up to date by record- 
ing the changes in existing machines. 
A card is destroyed if the machine 
is scrapped and a new card is filled 
out when a piece of equipment is 
added. 
If a shop, machine is driven from 


PITTSBURGH RAILWAYS COMPANY 


SHOP MACHINERY AND EQUIPMENT RECORD 
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for Keeping Records of Shop Equipment 
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the line shafting or countershafting 
the size and make of the belt to the 
machine is recorded. If, however, 
the machine has an_ individual 
electric motor, the space pertaining 
to the belt is disregarded and the 
data relative to the driving motor is 
recorded. This record system also 
applies to all equipment throughout 
the shop such as line shafting, weld- 
ing outfits, power belts between line 
shafts, and power motors. Data are 
recorded on the face of the card and 
additional remarks are made on the 
back. With this method it has been 
found possible to purchase repair or 
replacement parts intelligently with- 
out the necessity of sending sample 
parts with the order. 


Milling Machine Used as 
Surface Grinder 


HE combination of a small port- 

able grinder and a Lucas univer- 
sal milling machine in the shop of 
the Department of Street Railways, 
city of Detroit, has been found very 
useful for a number of jobs which 
ordinarily would require a surface 
grinder. 

One such job which is carried out 
efficiently on this machine, shown in 
an accompanying illustration, is the 
operation of finishing valve seats on 
the engines used for driving various 
automobile trucks on the railway 
property. 

The worn valve seats are first 


A Portable Grinder Is Used for Surface 
Grinding in a Lucas Milling Machine 


welded and are then ground to a 
flush surface with the top face of 
the engine casting, so that after they 
have been re-seated the valves are 
again in first-class condition and 
ready for reinstallation. 
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New Equipment 


Available 


Compact Arc-Welding Set 


COMPACT, entirely self-con- 

tained, single-operated 200-amp. 
arc-welding set has recently been de- 
signed by the Westinghouse Electric 
& Manufacturing Company. This is 
available in either the stationary or 
portable form. The generator will 
deliver 300 amp. on intermittent 
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The generator and its driving mo- 
tor are mounted on a common shaft 
to which the separate exciter igs 
coupled by means of a special flexible 
coupling. Ball bearings are used 
throughout to eliminate the leakage 
of oil when operated on inclined 
positions. 

The driving motor is of standard 
Westinghouse construction and may 
be either a d.c. type SK motor or an 
a.c. type CS squirrel-cage motor, de- 
pending upon the character of the 
supply service. Alternating-current 
driving motors may be used on 220- 
and 440-volt supply circuits simply 
by rearranging the lead connections. 


Portable 200-Amp. Arc-Welding Apparatus 


work, but any welding current from 
60 to 300 amp. may be obtained by 
operating the rheostat handle located 
outside the control cabinet on top of 
the generator. ; 

The generator is designed inher- 
ently to stabilize the arc, thereby 
overcoming instantaneously any re- 
sistance fluctuations in the are cir- 
cuit, while at the same time the ne- 
cessity for relays, solenoid controlled 
resistors, etc., is eliminated. Because 
of the special design of the genera- 
tor, the operator can readily strike 
and maintain the arc, obtaining the 
necessary penetration and fusion for 
good welding. Any of the commer- 
cial sizes of metallic electrodes, from 
zs in. to 4 in. diameter, may be used. 


Alternating-current motors are 
started by connecting them directly 
to the line through a safety switch. 
Direct-current motors are started by 
means of a type D starting rheostat. 
In both cases, all the operating 
mechanism except the handle is with- 
in the control cabinet, eliminating 
danger of contact with live parts. 
An ammeter and a voltmeter, if de- 
sired, are mounted on the cabinet. 

The ruggéd construction of the 
unit makes it particularly adapted to 
railway shops and similar places 
where welding equipment receives 
rough usage. The truck is ei 
and is equipped with roller-bearing 
wheels so that it can easily be hauled — 
by one man. 
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Buses for Oakland 


Agreement Reached Under Which Key 
System Transit Will Start Feeder 
Service on Short Lines 


Definite progress toward the im- 
provement of railway service in Oak- 
land, Cal., was made on July 22 ata 
hearing before President Clyde L. 
Seavey of the Railroad Commission. 
That day the Key System Transit Com- 
pany agreed to install three bus lines 
to connect with existing railway lines 
in East Oakland; one on Thirty-fifth 
Avenue, one on Seminary Avenue, and 
a line commencing at Ignacio and 
Trask. These bus routes are to be 
started as soon as a permit can be 
obtained from the city of Oakland. 

It was agreed at the hearing that 
there should be a 6-cent fare on these 
bus routes, with transfer privileges to 
‘connect with street car lines. Repre- 
sentatives of the company, the city and 
the Railroad Commission agreed at the 
hearing that a further and complete 
investigation of the transportation sys- 
tem should be carried on under the 
supervision and guidance of the engi- 

neering department of the Railroad 
Commission. 

The agreement is really the fruition 

of a traffic survey which has been in 
progress for the past four months by 
an expert for the city in conjunction 
with Richard A. Sachse, who has been 
acting for the Key System Transit 
Company. 
- W. R. Alberger, vice-president and 
general manager of the Key System 
Transit Company, stated that the buses 
have been ordered and the routes 
mapped and that it is now merely a 
question of official sanction. 

Mr. Sachse declared that the three 
proposed lines will represent an in- 
vestment of about $45,000; that the 
estimated total net revenue will ap- 
proximate $37,000 yearly, and that the 
operating expenses will be in the neigh- 
borhood of $72,000, leaving a deficit of 
$35,000. He said: 

I believe that in spite of this loss to the 
company operation of the lines should be 
undertaken because this loss is not antici- 
pated to exist always. In a few years the 
extensions should at least justify them- 
selves to the point of carrying their own 
operating expenses. 

C. O. G. Miller, president of the Key 
System Transit Company, made this 
statement: 


It will be noted by the official figures pre- 
sented to the commission by our engineers 
that the proposed routes will be losing ven- 
tures for the company, but they will un- 
doubtedly be valuable investments for the 
‘districts they serve. Transportation should 
be regarded as an investment for the com- 
munity and as such is usually worth many 
times what it costs. But with the existing 

atronage these routes cannot pay any re- 
urn to the company. 


The three routes proposed are in the 
outskirts of East Oakland, a section 
that is experiencing rapid growth. The 


* 
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first route has a round trip mileage of 
2.8 miles and a running time of seven- 
teen minutes for round trips with a 
twenty-minute headway from 6 a.m. to 
11 p.m. One bus will be required. 
Route Number 2 has a 6.10 mileage 


with a fifteen-minute headway. Two 
coaches will be required on _ this 
schedule. 


Route Number 3 has a 6.16 mileage 
and a fifteen-minute headway and will 
also require two coaches. 

Transfers to regular lines will, of 
course, be given. 

The five coaches for use on these 
lines, if the official approval is forth- 
coming, will be built in the Oakland 
shops of the Fageol Company. They 
will be of the same type as the famous 
city bus “Rosalie,” which was run by 
Oakland in competition. with the trac- 
tion company at a loss during the two- 
man car war a few months ago. 

The next step in the traffic survey 
will be consideration of Oakland cross- 
town lines. Engineers for the company 
and the city have had a conference on 
this matter and will probably make 
recommendations in the matter at the 
next hearing before State Railroad 
Commissioner Clyde Seavey. This has 
been set for the morning of Sept. 12 at 
Oakland. 

The adjustment of the East Bay 
traffic problem is now well under way. 
Feeder bus lines have already been 
established in Alameda, and it is prob- 
able that the Oakland lines will be in 
operation by fall. 


Employees’ Contest in 
Salt Lake City 


In the interest of improved service to 
the public, from whom it hopes to gain 
increased patronage, the Utah Light & 
Traction Company, Salt Lake City, 
Utah recently conducted a contest to 
be participated in by its employees. 
Fifty dollars in gold was offered in four 
prizes, $20, $15, $10 and $5 respectively 
for the best answer in 300 words to the 
question: “How can I secure twenty 
more fares a day for my company?” 

Marked interest was displayed, many 
employees submitting answers tothe 
question. 

The answer which won first prize was 
submitted by Conductor Mark C. Mc- 
Daniel. He said in substance: 

Show more courtesy ; make riding a pleas- 
ure; do not leave end of line and time 
points ahead of scheduled time; show the 
people that we want their patronage, and 
that they cannot ride their automobiles to 
and from work as cheaply as they can ride 
the old reliable street cars. Handle your 
car with care. Watch every street you 
cross for prospective passengers and if you 
see anyone making an effort to catch your 
ear, wait for him. Watch the fare box 
and transfers closely. 
charity riders, Take an interest in your 
work, or make room for someone else. Do 


not knock, but boost the company of which 
you are a part. 


Make friends, not 


Safety Congress Meets 


Legislation Adopted in Ohio Looking 
Toward Elimination of Highway 
and Grade Crossing Accidents 


War against traffic accidents in Ohio 
was started in Columbus on July 23 
when a permanent organization was 
perfected of the Ohio Committee for 
the Prevention of Grade Crossings and 
Other Highway Accidents. A. E. 
McKee, editorial writer for the Ohio 
State Journal, Columbus, was named 
chairman of the permanent committee 
and James B. Dugan, secretary of the 
Ohio Utilities Commission, was chosen 
secretary. Formation of the permanent 
organization was the outgrowth of a 
conference of representatives of rail- 
roads, electric railways, auto clubs and 
bus operators, called by Gov. A. V. 
Donahey; which met in the Senate 
chamber in the State House. Detailed 
arrangements for the Congress were left 
to a committee composed of Arthur V. 
Bland, director of public relations of the 
Indiana, Columbus & Eastern Traction 
Company, and other prominent men, in- 
cluding officials of the railroads and 
the organizations operating buses. 

Provision was made for holding a 
similar conference annually and co- 
operation was promised by Governor 
Donahey in recommending to the next 
Legislature the findings of the confer- 
ence. These included recommendations 
that auto drivers in Ohio be compelled 
to undergo tests as to their fitness to 
operate motor cars and that their 
licenses be subject to revocation for 
cause. 

Other resolutions adopted by the con- 
ference included recommendations for 
elimination of grade crossings in an 
orderly and expeditious manner, avoid- 
ance of crossings wherever possible, 
co-operation of the state highway de- 
partment and local political subdivi- 
sions in relocating highways that cross 
and recross railways with the view of 
eliminating all unnecessary crossings, 
enactment of laws authorizing the utili- 
ties commission, or other public auth- 
ority, to require the removal of un- 
necessary obstructions to the view of 
the traveling public and to prevent the 
creation of new obstructions on prop- 
erty in the immediate vicinity of rail- 
road crossings, enactment of “Stop, 
Look and Listen” legislation requiring 
drivers of all vehicles to come to a 
complete stop when approaching an 
unguarded grade crossing, use of col- 
ored lights, signals and signs recom- 
mended by the safety first committee 
of the American Railway Association, 
reporting of all motor vehicle accidents 
to proper authority for statistical and 
other purposes, a thorough system of 
education in schools in regard to acci- 
dent prevention, and a development of 
public interest in every way possible in 
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the elimination of grade crossing acci- 
dents. + 

It was resolved also that the com- 
mittee confer with similar organizations 
in other states to promote the work and 
attempt to bring about a system of 
uniform laws, signs and warnings in 
the various states. ( ; 

A committee composed of represen- 
tative men in the railroad, railway and 
automobile fields was appointed to draft 
legislative proposals based on _ the 
resolutions adopted at the conference. 
Included on this committee was Fred 
Coen, general manager of the Lake 
Shore Electric Railway, Cleveland. 
The proposals will be submited to 
Governor Donahey. 


"~ Wage Hearings in Boston 
Scheduled 


Public hearings will be held, prob- 
ably in the State House at Boston, on 
Aug. 18, 14, 15, 25, 26, 27, 28 and 29 
by the special board which has been 
selected to arbitrate the wages and 
working conditions on the Boston Ele- 
vated Railway system. Judge John D. 
McLaughlin of the Suffolk County 
Superior Court has been agreed upon 
as the chairman of the board. His 
associates will be James H. Vahey for 
the union and Charles W. Mulcahey for 
the company. Messrs. Vahey and Mul- 
cahey will act both as counsel in the 
presentation of evidence and’ as arbi- 
trators in voting upon the final award, 
and Judge McLaughlin will be the neu- 
tral member of the board, his to be the 
deciding vote. .The men ask an increase 
in pay from the present maximum of 
70 cents to a maximum of 95 cents an 
hour. The company has made a counter 
proposition that the men accept a re- 
duction of 5 cents an hour from the 
present maximum. 


Thirty-six Hurt in Long Island 
Accident 


One person was killed and thirty-six 
others were injured during the evening 
rush hour on July 80, when three cars 
of a Long Island Railroad train left 
the rails. The accident is attributed to 
hasty opening of a switch in the 
Sunnyside Yards at Woodside. One of 
the cars that left the rails was hurled 
against an electric locomotive standing 
on an adjoining track. It was in the 
impact of these vehicles that so many 
persons were hurt. A statement made 
by the Long Island Railroad explaining 
the cause of the accident is as follows: 


At 5:31. o’clock, Long Island Train 466, 
while passing a Pennsylvania Railroad 
electric engine at Tower H, in the Sunny- 
side Yards, Long Island City, had the 
hand switch thrown on car No. 7, which 
was third from the réar. As a result, a 
car of the electric train grazed the electric 
engine, causing the car to be thrown on its 
side. Cars No, 7 and No. 8 of the passen- 
ger train were derailed by the force of the 
collision with the overturning engine. 

The electric engine had stopped at a 
clearance point on a westbound track, At 
the time of the collision James J. Moore, a 
helper on the electric engine, had descended 
to the ground and was standing near a 
hand switch at the clearance point when 
the ten-car passenger train approached. 
Moore is reported to have turned the switch 
before the ten-car train had passed en- 
tirely over the frogs, causing cars 7 and 8 
to collide with the electric engine. 
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Director to Have Control of 
Cincinnati Properties 


Tentative clauses by which the Cin- 
cinnati Street Railway, Cincinnati, Ohio, 
places virtually complete control over 
the maintenance and operation of the 
system in the hands of the Director 
of Street Railroads has been agreed 
upon by representatives of the Cin- 
cinnati Street Railway, Cincinnati 
Traction Company and city officials, 


who are drafting a new traction 
franchise. While agreeing to these 
clauses, the traction representatives: 


obtained protection for their interests 
in two reservations mutually agreed 
upon. They are that no order of the 
Director of Street Railroads shall be 
of such character as to raise the cost 
of operation so high that a return of 
6 per cent cannot be made upon the 
property and that no orders be issued 
that would keep the company operating 
the system from maintaining its prop- 
erty and plant in a proper manner. 

The object of both sides is so to draw 
up the ordinance that the responsi- 
bility would rest with the Director of 
Street Railroads. For that reason, 
authority over all changes in schedules, 
stops, routes, tracks or equipment will 
be vested in the director in the tenta- 
tive draft of the franchise. These 
steps mark the first radical departure 
in the proposed provisions of the new 
ordinance from that of the present 
franchise, in which the powers of the 
Director of Street Railroads is limited. 

Another development was the agree- 
ment providing for the eventual use of 
motor buses, trackless trolley cars or 
other modes of transportation by the 
street railway company. It was agreed 
that the franchise should run for 
twenty-five years. Provision for other 
modes of transportation by the oper- 
ating company was made because it 
was believed that in the future the city 
probably would require rapid extension 
of the electric lines, which thus would 
be provided for. It was decided that 
in the event of disagreement arbitration 
would be resorted to and that such 
tribunal would consist of three mem- 
bers, one to be named by the city, one 
by the railway and one by the Board of 
Sinking Fund Trustees. 


Philadelphia to File Formal Pro- 
test Against Increased Fare 


Since the filing of the 8-cent fare 
tariff with the Public Service Com- 
mission, the Philadelphia Rapid Tran- 
sit Company, Philadelphia, Pa., has 
become the target of much com- 
plaint and criticism, including a for- 
mal protest by the city of Philadelphia 
against the proposed advance in rates. 
Reference to the company’s statements 
and the letter sent to Mayor Kendrick 
by Thomas E. Mitten calling attention 
to the expected loss in income in 1924 
was made in the ELECTRIC RAILWAY 
JOURNAL, July 26, 1924. In its new 
tariff seeking to establish an 8-cent 
fare, with two tickets for 15 cents, 
the company announced its plan for 
improving service and for a system of 
5-cent fare zones to be put into effect 
on its suburban lines. 

Mayor Kendrick, on July 24, re- 
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quested that City Solicitor Gaffney ; 


’ co-operate with the Department of City — 


Transit in preparing and filing a formal — 
protest against the fare increase. In 
this communication he said that al- 
though the people appreciate the effi- 
cient management now operating the 
Philadelphia Rapid Transit Company 
lines and are willing to pay proper 
compensation for the service rendered, - 
they are at the same time unwilling to 
accept added burdens in the form of 
increased carfares without being satis- 
fied that such increases were absolutely - 
necessary in order to maintain good 
service, i 

W. D. B. Ainey, chairman of the 
Public Service Commission, said that a 
public hearing in regard to the matter — 
would be held on Sept. 2. 


‘New Bus Service for Hartford 


A new bus line is to be established 
at Hartford, Conn., by the Connecticut — 
Company. It will start at Pearl Street 
and operate along Allyn Street, Asylum 
Street and Woodland Street. Trans-. 
fers will be valid from trolleys or in-— 
bound or outbound buses of the com- 
pany,-if used at Asylum and Trumbull 


_Streets and Pearl and Trumbull Streets. — 


Bus Company for Brooklyn 
Chartered 


The Brooklyn Bus Corporation has 
been formed to own and operate buses 
for the Brooklyn-Manhattan Transit 
Corporation. The certificate of incor- 
poration was filed with the Secretary 
of State on July 24 and the County 
Clerk of Kings County on July 25. 
The officers of the new company are 
W. S. Menden, president; Travis H. 
Whitney, vice-president, and F. C. 
Marston, secretary and treasurer. The 
incorporators of the new company and 
its directors for the first year are 
Gerhard M. Dahl, W. S. Menden and 
Travis H. Whitney. It is understood 
that the active direction of the bus 
company will be under Travis H. 
Whitney, vice-president. As stated in 
the certificate of incorporation, the pur- 
pose of the new company is: 

To purchase, lease or otherwise acquire 
automobiles, taxicabs, or other motor 
vehicles of every character and to operate 
and conduct a general livery, taxicab, sight- 
seeing. and motor vehicle service for the 
carriage and transportation of persons and 
property for hire, but not for the purpose 
of establishing, maintaining and operating 
any stage or omnibus route or routes, 

This is in line with the statement 
made in the ELectric RAILWAY JourR- 
NAL for July 26 that the buses will not 
be operated on definite routes, unless 
the public authorities deem it wise to 
sanction the operation of bus lines, and 
that pending such authorization the 
buses will be used for livery service. 

The first of the buses was expected 
to arrive by Aug. 1. The company 
already has a, number of applications 
for use of buses by special parties 
going to the various beaches. Several 
civic organizations have also suggested 
various routes which in their opinion 
should be operated as bus lines. This 
js taken as an indication that the 
readiness of the B.-M.T. to render bus 
service, if public authorities approve, 
has been well received by the public. 
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| 
- Chicago Surface Lines Franchise 


Does Not Permit Buses 


| Operation of buses as feeders to the 
| street car lines in Chicago is not per- 
_ mitted under the terms of the existing 
franchise, according to the city law 
| department. 
_ Assistant Corporation Counsel Doty 
recently stated that the present fran- 
chises do not permit such auxiliary 
operation, and that an amendment to 
the franchise of the Chicago Surface 
Lines would be necessary before such 
operation could be undertaken. 

Due to the rapid expansion of the 
‘territory included within the corporate 
limits of the city, demands for exten- 
sions of various car lines are made con- 
tinually. Under the terms of the origi- 
nal franchises the companies were 
required to build a certain number of 
miles of new extensions each year. This 
requirement became one of the elements 
in the controversy over changes in the 
rate of fare during Mayor Thompson’s 
administration, and the subject has not 
yet been entirely settled. If the opin- 
ion of Mr. Doty is correct, the Surface 
Lines will be unable to utilize buses for 
service in outlying sections of the city 
without special action by the City 
Council. 


Buses Running in Oskaloosa 


Bus service is being given a trial in 
Gskaloosa, Jowa, by the Oskaloosa 
Traction & Light Company over the 
routes of trolley lines which have been 
operated at a loss. 

Special permission was granted the 
traction company by the City Council 
to operate the buses over a ninety-day 
period to test the desirability of motor 
transportation in certain parts of the 
city. 

Two White cars with Champion de 
luxe coach bodies, identical with the 
buses operated by the Illinois Power & 
Light Company, have been put into 
service. The coaches are running over 
the route covered by the east end car 
besides serving the west end with new 
service over a loop that extends to the 
entrance of the southern Iowa fair 
grounds. 

Manager J. H. Porter of the traction 
company is authority for the statement 
that no attempt will be made to replace 
the entire trolley service with buses, 
but only those electric lines that have 
not been paying. The resolution of the 
City Council authorizing bus operation 
was referred to in the ELecrric RAIL- 
WAY JOURNAL, issue of June 7, 1924. 


Popularity of Interurbans in 
Ohio Growing 

It cost almost $3,000,000 more to 
operate the interurban electric rail- 
ways in Ohio in 1928 than it did the 
previous year, according to annual re- 
ports of the companies just compiled 
by the State Public Utilities Commis- 
sion. 

At the same time taxes of the inter- 
urbans were increased, and it is re- 
vealed that only fourteen of the sixty- 
three companies declared dividends. 

The total operating expenses of the 

- interurban lines last year were $25,971,- 
219, an increase of $2,820,248. Taxes 


§ 


= 


amounted to $2,719,585, an increase of 
$220,288. As these charges were 
mounting, revenues increased $1,315,- 
868, to a total of $31,363,857. 

More people are riding the interur- 
bans, however, the reports show. A 
total of 234,047,883 passengers were 
carried, an increase of 18,550,247. 
There was an increase, too, in the 
amount of freight business. 

Mileage operated by the Ohio inter- 
urbans was 2,729, an increase of a 
little over 7 miles over the year before. 

The total investment of the com- 
panies was $212,634,738. 

While expenses increased, the com- 
bined reports show that the interurbans 
are gradually being placed upon a 
sounder basis and that their popularity 
is growing, both as to passengers and 
as carriers of freight. | 


Railway’s Answer Filed 
in Labor Suit 


An answer to the suit brought re- 
cently by the street car men’s union 
at Cleveland, Ohio, in an attempt to 
force a wage increase and bring about 
continued recognition of the union has 
been filed by the Cleveland Railway in 
Common Pleas Court there. The com- 
pany admits having signed the agree- 
ment with the men in 1906, but charges 
that the contract is now null and void 
because it provides that no person shall 
work for the railway as a motorman 
or conductor for more than sixty days 
unless he makes application for mem- 
bership in Division 268; that it is void 
because of the provision that the rail- 
way shall discharge any motorman or 
conductor, no matter how careful or 
competent he may be, unless he con- 
tinues his membership in Division 268; 
that it is void because of the attempt 
of Division 268 to delegate the duty 
resting on the defendant to discipline 
its men to an “irresponsible and un- 
authorized” board of arbitration. 

The answer further says that the 
1906 agreement is now unenforceable 
because it is “indefinite, uncertain and 
without any limitations as to its extent 
or duration, and is in effect only an 
agreement to make a further agree- 
ment”; that it is void because it does 
not obligate or require any member 
of Division 268 to remain in the employ 
of the railway for any period whatever. 

The answer sets forth that Charles 
Higley, one of the arbitrators who 
handled the case during the recent 
threatened strike, had withdrawn from 
the arbitration and would have nothing 
more to do with it and that Mr. Hig- 
ley’s withdrawal was in itself a revo- 
cation of the submission of the entire 
question. 

It is further charged that James W. 
Holcomb, another member of the arbi- 
tration board, was “prejudiced and 
biased.” 

The answer further says that the 
“alleged agreement” provides that 
either party will, at the request of the 
other, meet and consider changes in 
the “pretended agreement” and that the 
railway notified the union of such a 
desire, set a date for the meeting and 
the union men refused to meet the 
railway officials. It is charged that 
this was a further violation of the 
agreement. 


Bus Deal in St. Louis Off 


John A. Ritchie, president of the 
Omnibus Company of America, holding 
corporation for the St. Louis bus lines, 
says the deal for the sale of the local 
bus lines to the Newman committee, 
seeking to reorganize the United Rail- 
ways, is off. The deal is said to have 
fallen through because holders of the 
St. Louis Transit Company bonds 
declined to submit to an assessment to 
raise the $2,400,000 asked for the bus 
lines. Mr. Ritchie has informed E. R. 
Kinsey, president of the St. Louis Board 
of Public Service, that the bus lines will 
remain under the present ownership, 
and he gave assurances that any new 
bus lines opened up in St. Louis would 
be permanent. 

The Board of Public Service of St. 
Louis on July 15 postponed until July 
28 final action on the application of 
the Peoples Motorbus Company for 
permits to open six new lines. Post- 
ponement was decided on when R. J. 
Lockwood, assistant general manager of 
the United Railways, informed the 
board that Col. Albert T. Perkins, 
general manager, is taking his first 
vacation in five years and would not 
return to St. Louis for ten days, and 
desired to be heard on the matter 
before final action was taken on the 
bus permits. It has been estimated by 
United Railways officials that the four 
bus lines now in operation take an 
average of $2,000 daily from the street 
cars. 

Prior'to the decision of the board for 
delay, Clinton H. Fisk, director of 
streets and sewers, announced that he 
would recommend the issuance of the 
six permits sought, increasing the bus 
route mileage about 45 miles. He 
stated that he had reached an agree- 
ment with President Meade for pro- 
visions in the new permits guaranteeing 
permanency of the lines. 

Frank Carter, acting as counsel for 
the bus company, informed the board 
that the delay in granting the permits 
had held up the company’s plans for 
constructing a $200,000 garage and pur- 
chasing additional buses. At present the 
company is operating eighty-five buses, 
including three single-deckers. ‘This 
number would be increased to 200 soon 
after the new permits are granted, the 
board was informed. 

Col. Albert T. Perkins, general man- 
ager for Receiver Rolla Wells of the 
United Railways, is opposed to the 
opening of bus lines that are not sup- 
plemental to the existing railway lines. 
He said the board should not permit 
duplication of transportation facilities. 
Mr. Perkins attended the meeting on 
July 11, but left prior to' the discussion 
of the bus permits. He has stated that 
the United Railways has not changed 
its attitude toward the buses. ° 


$2,000,000 Bus Project 
in Prospect 


The Twin City Rapid Transit Com- 
pany, Minneapolis, Minn., it is reported, 
plans to invest $2,000,000 in a com- 
prehensive bus project to serve its 
suburban communities. The original 
expenditure calls for a sum of $500,000 
ane the purchase and operation of fifty 

uses. rae 
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Aroostook Valley Railroad Seeks 
to Build Extension 


Permission to build a 27-mile ex- 
tension has been asked of the Public 
Utilities Commission of Maine by the 
Aroostook Valley Railroad, Presque 
Isle, Me. The proposed line would go 
from New Sweden to St. Agatha. A 
careful survey has been made of the 
ground and engineers estimate that the 
cost of construction would be about 
$26,000 per mile. The steepest grade 
to be encountered would be 2 per cent, 
and in only two places would bridges be 
necessary. The estimated total cost of 
construction is approximately $700,000, 
and an additional $100,000 would be 
spent for equipment. 

If the extension is permitted it will 
open up a large tract of valuable tim- 
ber and potato country in Aroostook 
County. The greater portion of the 
new road, as laid out, will pass through 
timberland except the northern end 
near St. Agatha. In this section the 
land is mostly cleared but is not in- 
tensively cultivated. Testimony was 
given at the hearing regarding the 
present difficulty of lumber and logging 
operations. Much of the lumber cut in 
this territory has to be rafted down the 
lake, and when the logs are sent down 
the boom has to be broken at the small 
rivers which connect the lakes. Potato 
growers also testified that the building 
of this extension would greatly increase 
their business. It is said that where 
the haulage is more than 5 miles the 
crops cannot be profitable, and with the 
new road the haul from St. Agatha and 
nearby villages will be shortened to 
about 3 miles. The present haul is 
between 9 and 17 miles. 

The Bangor & Aroostook Railroad 
protested against the granting of the 
application, on the ground that it would 
parallel its steam railroad lines be- 
tween New Sweden and Stockholm. 
This company claims that the present 
facilities are sufficient to take care of 
all of the business. Final decision has 
not yet been made by the commission. 


Subway Plan for St. Louis 
Outlined 


Plans for a subway system costing 
upwards of $50,000,000 forming a net 
work of underground tracks in the loop 
district down-town and an extended 
elevated system connecting remote 
parts of St. Louis were discussed be- 
fore members of the transportation 
committee of the Board of Aldermen 
by C. E. Smith, consulting engineer 
for the city, at a meeting of the com- 
mittee on June 26. 

The committee was appointed by 
President Neun of the Board of Alder- 
men to study the city’s transportation 
problems and endeavor to solve them. 
The members during the next few 
months will visit other cities, princi- 
pally New York, Boston, Chicago and 
Cincinnati, to investigate transporta- 
tion methods. 

Mr. Smith outlined a plan for a sub- 
way from Eighteenth Street to the 
river and between Washington Avenue 
and Market Street with an elevated 
system west of Eighteenth, and north- 
ward from Washington Avenue and 
south from Market Street. He esti- 
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mated the cost of subway work at_ 


$5,000,000 a mile and the elevated at 
$1,000,000 a mile. 

He expressed the belief that the most 
equitable way of paying for the im- 
provement would be to assess one-third 

against patrons in increased fares, one- 
third against the owners of adjacent 
property and one-third to the city. 

He pointed out that 300,000,000 pas- 
sengers yearly are handled by the 
transportation system in St. Louis and 
that a 1-cent increase in fare would 
pay 6 per cent interest on $50,000,000, 
the estimated cost of the subways and 
elevated lines. 


Wants Jitney Ordinances 
Suspended in Northampton 


The Massachusetts Public Utilities 
Department has been petitioned by the 
Northampton Street Railway to sus- 
pend the jitney ordinances in the city 
of Northampton. Under these ordi- 
nances jitneys may run on any of the 
streets in the city. The railway main- 
tains that they should not be permitted 
to operate in streets through which the 
tracks of the company extend. 

The official attitude of the city, as 
expressed by the city solicitor, is that 
the ordinances should not be changed, 
that practically every main artery of 
travel through the city is occupied by 
the railway and the jitneys would be 
crowded out if the company’s appeal 
were granted. 

It is argued by the jitney interests 
that the state authorities should not 
interfere with the rules of the city 
authorities unless it is proved that their 
regulations are a public injury; that 
the jitneys purpose to do a through 
business between Springfield and 
Greenfield and ought to be permitted 
to get their share of the Northampton 
business. 


Ten Cents in White Plains, N. Y. 


The Public Service Commission 
granted an order July 25 authorizing 
Leveritt S. Miller, as receiver for the 
Westchester Street Railway, to increase 
the fare to 10 cents in two zones on 
the Mamaroneck Avenue line in the 
city of White Plains, N. Y. On June 
25 the commission approved a fare of 
10 cents on the Tarrytown, Silver Lake 
Park and Scarsdale lines, but decision 
on the Mamaroneck Avenue line was 
deferred pending consideration of legal 
questions as to the effect of franchises 
granted to the applicant’s predecessors 
by the town of Harrison and the village 


of Mamaroneck. The increased fare is 


effective to Dec. 1, 1924. 

The order of the commission provides 
that the receiver shall issue transfers 
without additional charge to passengers 
boarding cars in Zone No. 1, which shall 
be good on any line operated by the 
yeceiver. 

The commission held that the fran- 
chises granted by the town of Harrison 
and village of Mamaroneck do not con- 
trol the rights of the company with the 
consent of the city of White Plains to 
charge such fare as may be proper 
upon the Mamaroneck Avenue line 
within the city, nor do they restrain 
the commission from allowing the in- 
crease asked. 
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Toledo Property Barred from ih 
Ousting Interurban 


The Detroit, Monroe & Toledo Short 
Line Railway was granted a temporary 
restraining order in Common Pleas 
Court at Toledo, on July 25, barring 
the Community Traction Company, 
Toledo, Ohio, from ousting the inter-— 
urban from the city tracks, as had been 


threatened. For several months there 


has been a dispute over the city track 
rentals. The interurban has withheld 
payments for tracks and power since 
March 1. The amount now accumulated 
in rentals past due is about $24,000, 
it was brought. out at the hearing. 
Several other lines have followed a 
similar plan of combating the rates. 
Rate now charged is 36 cents for heavy 
cars and 27 cents for lighter cars. 

When the first contract was made 
with the interurban companies it pro- 
vided for annual opening of the rate 
matter and named a plan for the selec- 
tion of a board of arbitration in case 
of disagreement. This board would 
consist of three members—one to be 
appointed by the interurbans, one by ~ 
the traction company and a third by the 
Court of Appeals. ' 

The Milner ordinance provides for | 
rates for interurbans and 
names an arbitration plan which in- 
cludes a representative of the city, of 
the company and a third to be selected 
by the federal court. It specifies that 
the interurban railroads may have 
representatives present at this type of 
arbitration. Hearing will be held by 
the Common Pleas Court in September 
to determine which form of arbitration 
governs the case. The court has also 
been asked to name a fair rate. 

The Maumee Valley Line has kept — 
clear of arbitration by maintaining the 
validity of an old contract through non- — 
acceptance of the Milner ordinance. It 
pays on a passenger basis for use of 
tracks and claims that the lease wee 
it holds is a perpetual one. 
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New Road Proposed for Kentuckyll 
Coal Fields 


A new power development is in sight 
at Owensboro, Ky., in connection with © 
the incorporation of the Owensboro, 
Rockport & Chicago Railroad if the — 
Interstate Commerce Commission ap- 
proves the plan to build a bridge across 
the Ohio River, at Owensboro, and 8 
miles of electric railway to Elnora, Ind. 
The company plans to build a line that 
will connect at Elnora, Ind., with the 
Chicago, Milwaukee & St. Paul Rail- 
road, and at Owensboro with the Illinois 
Central Railroad, Louisville, Henderson 
& St. Louis Railroad, and Louisville & 
Nashville Railroad, giving a new Ohio 
River crossing, and a fresh connection 
to the Western Kentucky coal fields. — 
Officials of the road are E. T. Franks, 
president; D. C. Stimson, vice-presi- 
dent, and EK, W. Smith, secretary. 
Lawson Reno, head of the Central Trust 
Company, largest bank in Owensboro; 
R. W. Owen, Gleeson Murphy, E. T. 
Franks and D. C. Stimson are directors. 
The City Commissioners of Owensboro 
have already granted right-of-way 
through the city, and it is reported that 
options have been secured on right-of- 
way through the county. 
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Wants Bus Operation Curtailed 
in Toledo 


With the fare stabilizing fund ex- 
hausted the Community Traction Com- 
pany, Toledo, Ohio, is to be financed 
through the period of deficits by Henry 
L. Doherty & Company. This is the 
plan recently laid before Mayor 

vough and the City Council. No divi- 
dends will be paid by the Community 
Traction Company, on its preferred 
stock, of which $1,000,000 is held by the 


| Doherty interests. Some of this stock 


| 
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_was sold to citizens of Toledo and on 
this checks will be forwarded by the 


Doherty company at regular dividend 
periods, but the stockholders will be 
asked to assign their dividends to the 
Doherty company. 

Mr. Doherty also told President B. C. 
Adams that the extraordinary mainte- 
nance charge of $15,000 should be con- 
tinued despite the bad business period.” 
He agreed to furnish that amount to 
rehabilitate the property. Economy 
plans are now before the Council. 

The Doherty company proposal was 
made in a letter in which Mr. Doherty 
asked that bus competition be curtailed. 
The buses are understood to be cutting 
into the receipts of the railway to the 
extent of $100,000 a year. 


Franchise in Illinois Will Be 
Resubmitted 


It is expected that the proposed 
twenty-year franchise for the railway 
lines of the Illinois Power Company, 
Springfield, Ill., defeated at the elec- 
tion on April 8, will be resubmitted to 
the voters at a special election. In a 
letter to General Manager Mackie of 
the company, S. A. Bullard, Mayor, 
states that the majority of the Council 
favor submitting the franchise with 
some modifications in order that the 
‘city may not be interrupted in its 
street improvements and may have the 
necessary co-operation of the company. 

The most important change contem- 
plated in the franchise ordinance is the 
removal of the clause giving the com- 
pany the right to operate buses. The 
Mayor said that the bus question did 
not come within the jurisdiction of the 
city; that permission must come from 
the State Commerce Commission. Some 
of the provisions of the original fran- 
chise weere referred to in the ELECTRIC 
RAILWAY JOURNAL, issue of March 22. 


Another Maine Decision Protects 
Existing Utility 


The Public Utilities Commission of 
Maine recently dismissed the applica- 
tion of the Checker Cab Company to 
run buses between Portland and Old 
Orchard, Me. The commission states 
that the public in this vicinity is being 
adequately cared for at reasonable 
rates. 

The Cumberland County Power & 
Light Company operates a line from 
Portland to Old Orchard. The commis- 
sion in its decision states that the man- 
ager of that company testified that the 
Old Orchard line was not remunerative 
and that the directors of the road 
would gladly discontinue service if al- 
lowed to do so. He further asserted 
that much of the traffic to Old Orchard 
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at times other than the active summer 
resort season was from school children. 
The commission said that their plight 
had to be considered in the event of the 
discontinuance of the Old Orchard 
branch. 

The finding stated that the situation 
presented a question similar to that 
considered at length in the commis- 
sion’s decision of last August when it 
rejected the petition of the Portland 
Taxicab Company and others to run 
buses between Portland and Old 
Orchard. 

The commission also stated that its 
function was not merely supervisory 
and regulatory as the petitioner had 
contended. Further, the commission 
ruled that the spirit of the Maine laws 
protected an existing utility from an 
invasion of its field without the con- 
sent of the commission and that in its 
opinion the policy of the state was to 
build up a structure of transportation 
which might be co-ordinated with the 
existing system. 

A somewhat similar decision with 
respect to traffic to Old Orchard, ren- 
dered about a year ago, attracted wide 
attention because of the views expressed 
by the commission at that time. 


West Chester Property Seeks 
EKight-Cent Fare 


In a four-page letter which was dis- 
tributed on July 28 to the passengers 
of the Philadelphia & West Chester 
Traction Company, Philadelphia, Pa., 
A. Merritt Taylor, president, presented 
figures to show that increases in the 
cost of materials, labor and wages, to- 
gether with the addition of new facil- 
ities and the decrease in passenger 
traffic for the first five months of this 
year, as compared with the first five 
months of 1923, make necessary an 
advance to an 8-cent cash fare. He 
filed notice with Public Service Com- 
mission stating that the decrease in 
earnings was due largely to the pri- 
vately owned automobiles. 

The new rates proposed were author- 
ized at a meeting of the board of di- 
rectors on June 25. The basis is an 
8-cent cash fare per zone, with tickets 
in strips of four for 30 cents and six 
for 45 cents. These rates, according to 
Mr. Taylor, will compare with rates 
that were established long ago by other 
companies, most of them in 1920. 

In his letter Mr. Taylor states that 
the operating expenses for the first 
five months of 1924 increased $33,893, 
or at the rate of $6,779 a month. Fur- 
ther, comparison of fares collected and 
car-miles operated during the first six 
months of 1924 with the first six 
months of 1923 shows that the number 
of fares collected during this six-month 
period increased only 2.89 per cent and 
that car-miles operated increased 7.15 
per cent during May and June com- 
pared with similar months of last year. 
He said that in order to borrow large 
sums of money needed for recent capi- 
tal expenditures the company had to 
pay more than 6 per cent per annum, 
whereas under pre-war conditions the 
company sold its 4 per cent general 
mortgage bonds at 90 per cent of par, 
which subjected the company to a 
charge of only about 4% per cent for 
new money required. 
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Parking Ordinance in Los Angeles 
Being Drafted 


The City Council of Los Angeles, 
Cal., recently approved the ordinance 
covering the recommendations of the 
special parking survey committee. The 
work of drafting the ordinance for en- 
forcement has already been started. 
Besides prohibiting parking between 
7 a.m. and 6.15 p.m. on eleven down- 
town streets, the ordinance also pro- 
hibits the parking of all sightseeing and 
sales promotion cars in congested dis- 
tricts between 7 a.m. and 6.15 p.m., and 
will reduce all parking periods from 
the present 45-minute limit to 30 
minutes for private vehicles and in- 
crease the limit from 15 to 29 minutes 
for commercial vehicles. 

Although there were many protests 
against the new ‘restrictions, pro- 
ponents of the report declared it was 
the best move possible to meet the 
emergency situation of the congested 
traffic. The majority of the protests 
were on the ground that certain streets 
were designated for no parking instead 
of having a blanket no-parking rule for 
the entire downtown district. It was 
explained that certain streets were put 
under the no-parking ban in order that 
no one place of business in the down- 
town district would be more than a 
block away from where an automobile 
might be parked. 

The parking survey committee was 
created by the Council last year and 
submitted its report early in the cur- 
rent year. The recommendations of 
the members were referred to in the 
ELECTRIC RAILWAY JOURNAL of May 
10, 1924. 


Wisconsin Institute May Publish 
New Journal 


The Journal of Land and Public 
Utility Economics is in prospect for 
publication in February, May, August 
and November, by the Institute for Re- 
search in Land Economics and Public 
Utilities. The new publication will be 
edited by Richard T. Ely, director of 
that institute and professor of eco- 
nomics in the University of Wisconsin. 
In a statement as to the purpose of the 
Journal; Professor Ely says that it will 
be devoted to economic aspects of the 
utilization of the land and the regula- 
tion and administration of public utili- 
ties. In addition to leading articles 
there will be sections in each issue 
which will chronicle the comment upon 
the latest and most important legisla- 
tion and court decisions relating to 
land and public utility economics; sum- 
maries of the results of research and 
experiment, and a review and criticism 
of current literature in the field. 

Professor Ely says that if the re- 
sponse to the announcement is suffi- 
ciently encouraging, the A. W. Shaw 
Company will publish the Journal, and 
has agreed to pay to the Institute the 
net profits in each year, these profits 
to be applied by the trustees of the 
Institute to the support of further re- 
search in the field of land and public 
utility economics. The yearly sub- 
scription rate will be $5. Corre- 
spondence should be directed to the 
A. W. Shaw Company, Cass, Huron 
and Erie Streets, Chicago. 
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Uniform Rates in Connecticut.—The 
Connecticut Company, New Haven, 
Conn., has announced that on and 
after Aug. 2 the fare rate will be three 
tickets for 25 cents on every line 
operated by the company in Con- 
necticut. The old rate was three 
tickets for 25 cents on all lines except 
those in the Bridgeport district, where 
the fares were two tickets for 15 cents. 
The Public Utilities Commission has 
authorized the change. 

Rerouting in Effect——The Arkansas 
Central Power Company, Little Rock, 
Ark., put into service July 15 the new 
curves recently installed on Capitol 
Avenue and Main Street for the re- 
routing of cars recommended by Ross 
W. Harris, traffic expert, recently em- 
ployed by the city of Little Rock. 

Bus Permit Denied—The Council of 
Hornell, N. Y., recently rejected the 
plea of C. G. Abernathy, who sought 
a permit to operate buses from Hornell 
through North Hornell to Arkport. His 
principal object was to provide bus 
service for North Hornell, where the 
Hornell Traction Company recently 
discontinued its lines. 

New Parking Laws Passed. — The 
Council of Rochester, N. Y., has passed 
a new traffic code, including drastic 
limitations of parking in the downtown 
districts, provision for arterial high- 
ways and addition of many one-way 
streets. With the opening of Aldridge 
Concourse, the new street over the in- 
terurban and rapid transit subway on 
Aug. 1, relief from Main Street traffic 
congestion is expected. 

Wants to Substitute Bus Service.— 
The Pacific Electric Railway, Los 
Angeles, Cal., has asked the Railroad 
Commission for permission to abandon 
service and to remove its tracks on four 
avenues and five streets in the city of 
Redlands. The reason for this aban- 
donment is that the city proposes ex- 
tensive improvements on those streets 
and the company is unable to stand the 
expense of its share of the work. It is 
proposed to substitute bus service for 
the discontinued railway service. 

Railways Spurn Steam Line.—The 
Michigan Public Utilities Commission 
has advised the Interstate Commerce 
Commission that the electric railway 
properties have shown no desire to ac- 
quire the Kalamazoo, Lake Shore & 
Chicago Railway, Kalamazoo, Mich., a 
steam property, which will be aban- 
doned following an order of the Inter- 
state Commerce Commission. The line 
extends from Kalamazoo to Lawton, 
Mich., a distance of: approximately 16 
miles. The State Utilities Commission 
thought that electric railway manage- 
ments might be interested in securing 
this line in order to tie it in with other 
electric railway transportation in the 
State. 

Compromise Extends Fare Zones.— 
Extensions of fare zones on the Hart- 
ford Avenue, Manton Avenue and Plain- 
field Street lines of the United Electric 
Railways, Providence, R. I., will be- 
come effective at once as a result of a 
compromise reached between the city 
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and the traction company at a hearing 
before the Public Utilities Commission 
on July 21 on protests against re- 
cent fare increases and zone changes. 
The announcement was made by City 
Solicitor Elmer S. Chaces, who appeared 
on behalf of the city, the company hav- 
ing waived the thirty-day clause re- 
lating to new tariff schedules. As a 
result of several recommendations for 
improvement in service the hearing was 
adjourned to Aug. 5 to permit the 
officials of the company to make an- 
swer. Lengthening of zones, reduction 
of second zone fares and the issuing of 
commutation tickets were some of the 
items brought out at the hearing. 

Honor Fare System Pronounced 
Success.—Clinton D. Smith, general 
manager of the Beaver Valley Traction 
Company and the Pittsburgh & Beaver 
Street Railway, New Brighton, Pa., has 
firm faith in the honor fare system 
which went into effect. about two 
months ago. The result has been that 
the patrons of these two lines are con- 
sidered 99% per cent honest. The sys- 
tem means that the patron boarding 
the car tells the motorman his destina- 
tion and drops into the fare box 5 cents 
for each zone through which he passes. 
If a transfer is necessary this is given 
to the passenger. Before the institu- 
tion of the honor system identification 
slips were issued to passengers. 


Readjustment Application Dismissed. 
—The application of the Key System 
Transit Company, Oakland, Cal., for 
readjustment of passenger fares 
between points in Alameda County and 
Contra Costa County has been dis- 
missed by the commission. 

Uniforms Reduced in Price.—The Los 
Angeles Railway, Los Angeles, Cal., 
announces that it will be able to reduce 
the price of uniforms from $28 to $27. 
The price of the ventilated caps will 
also be reduced from $2eto $1.85. This 
reduction is the result of careful buying 
and the signing of a new contract with 
the men. Uniforms on hand were pur- 
chased by the company under the old 
contract, but will be sold to trainmen 
at the new price of $27. 

Funeral Pyre of Railway Equipment. 
—Several trailers and one old car of 
the Brunswick & Interurban Railway, 
Brunswick, ,Ga., were burned recently 
as a first move in the junking of the 
property. The road has been on the 
verge of suspension for many months. 
At a-recent election residents of the 
city voted against taking over the line. 

Buses to Cease Operating—Buses 
operated in connection with the Green- 
field & Turners Falls Street Railway, 
Greenfield, Mass., were set to be dis- 
continued on Aug. 1, when the line 
passes, from the Connecticut Valley 
Street Railway to the Greenfield & 
Montague Transportation Area, trus- 
tees of the new municipal control have 
announced. At the same time the serv- 
ice will be put on a half-hour instead 
of an hourly basis. For some time the 
buses, operated over a shorter route, 
have alternated with the trolley cars. 

Fare Evidence Concluded.—Evidence 
was closed on July 23 in the application 
of the Poughkeepsie & «Wappingers 
Falls Railway to the Public Service 
Commission for permission to increase 
fares in its operating zones to 10 cents. 
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The company submitted certain inf 
mation as to additions and retirements 
of property requested at the last hear-— 
ing by the counsel for the commission 
and the city of Poughkeepsie, and 
cross-examination on these exhibits was 
completed. At the adjourned hearing 
in the afternoon accountants and en- 
gineers of the commission testified as 
to examinations of the books and prop- 
erties of the company. - 

Use of One-Man Cars Being Ex- 
tended.—Under new plans formulated 
by the Rochester lines of the New York 
State Railways, one-man cars will be 
used more extensively on “owl” runs 
and on Sundays on lines where traffic 
is lightest. These are phases of a 
general plan, fostered by James F, 
Hamilton, president of the company, 
and Charles R. Barnes, city commis- 
sioner of railways, for effecting econ- 
omy in operating costs on trolley lines 
where travel is light to provide addi- 
tional funds for the maximum of sery- 
ice on heavy travel lines. Two lines 
now are operating one-man cars ex- 
clusively, and this service may be 
extended to other lines for all day 
travel. if 

Files.New Rate in Springfield.—The | 
Springfield Street Railway has filed 
with the Massachusetts State Public 
Utilities Commission a petition for an 
increase of the cash fare from 7 cents 
to 10 cents, with three tickets for 25 
cents and school pupils’ tickets at 5 
cents. Nine zones are provided for in 
the Springfield division, five in the 
Westfield division and seventeen in the 
Palmer, Monson, Ware, Three Rivers 
and Bondsville divisions. Special cou- 
pon tickets good between points in dif- 
ferent zones, especially for the accom- 
modation of industrial workers, are 
provided in certain cases at a rate of 
eight for $1, and in other instances 
twelve for $1. Subject to certain ex- 
ceptions, cash fares and tickets entitle 
passengers to transfers. 

Railway Opposes Bus Application.— 
The Philadelphia Rapid Transit Com- 
pany, Philadelphia, Pa., opposes the 
application of Wilbur F. Menke to 
operate sightseeing buses because it is 
about to establish lines of buses, on a 
route that would parallel that outlined 
by the applicant. Mr. Menke desires to. 
run buses from the Arcade Cafe, at 
Broad and Juniper Streets, to Fair- 
mount Park and thence to Evergreen © 
Farms, at the upper end of Roosevelt 
Boulevard, operating on a schedule at — 
a fare of $1 for the round trip. He 
would not take any passengers en route. 

Stop Signals Proposed. — Believing 
that stop signals on the rear of electric — 
cars would avert many accidents, di- 
rectors of the Cincinnati, Ohio, Auto- 
mobile Club have suggested to the city 
solicitor that a provision be inserted 
in the new traction ordinance requiring 
the Cincinnati Traction Company to 
install such signals.. According to the 
club officials, many letters have been 
received from their members advocat- 
ing the use of stop signals as a means 
of preventing collisions between. street 
cars and automobiles. In their letter 
to the city solicitor they point out that 


-an ordinance as they propose is in. 


effect now in Cleveland and Detroit and 
that stop signals also are carried by. 
some street cars in Dayton, Ohio. 
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Security Holders Approve 


Plans for the Reorganization of the 
New York Railways Accepted 
by Bondholders 


Announcement was made on July 28 
that a plan and agreement dated July 
18 had been adopted by the committee 
‘representing New York Railways first 
real estate and refunding bonds. At the 
same time, John Candler’ Cobb, chair- 
man of the protective committee for the 
New York Railways 5 per cent ad- 
justment bonds, issued a statement in 
which the opinion was expressed that 
the new plan appeared to be “unneces- 
sarily complicated,” but urging all se- 
curity holders to accept the plan “and 
let the company get down to business.” 

The plan has been authorized by the 
Transit Commission and has been ap- 
proved by Judge Julius M. Mayer of the 
Federal Court. Dissension among cer- 
tain bondholders had threatened to pre- 
vent the carrying out of the plan, 
which, however, has been approved and 
adopted by the protective committees 
representing the following securities: 
New York Railways thirty-year first 
real estate and refunding mortgage 4 
per cent gold bonds, New York Rail- 
Ways adjustment mortgage  thirty- 
year 5 per cent income bonds, Lexing- 
ton Avenue & Pavonia Ferry first 
mortgage 5 per cent gold bonds and 
Lexington Avenue Railroad stock. 

The committee which announced its 
adoption of the plan is composed of 
Harry Bronner, Haley Fiske, Caspar 
W. Morris, Harold Palagano, Charles 
A. Peabody, Harold Standley and Willis 
D. Wood. 

The statement by Mr. Cobb, chair- 
man of the protective committee for the 
5 per cent adjustment bonds of the New 
York Railways, says in part: 


The New York Railways plan of re- 
organization seems to me in certain re- 
spects rather unnecessarily complicated 
and the reason for some of the minor 
details is not clear, but I fully appre- 
ciate the difficult and complicated situ- 
ation the reorganization committee has 
had to deal with. 

_ Very curiously the fact that there are 
no outstanding receivers’ certificates, but, 
on the contrary, a large amount of cash 
and property not needed for the re- 
organized company, seems to have increased 
the difficulties of reorganization instead of 
simplifying them. : 

Another difficulty which - must have 
hampered the committee is the very drastic, 
and I believe entirely unwarranted, cut in 
total capitalization. This .cut bears espe- 
cially heavily on our 5 per cent adjust- 
ment mortgage bonds, as we stand the 
bulk of it. ‘ This situation is, however, 
considerably ameliorated by the fact that, 
although the new securities to be received 
by the adjustment bonds show a very 
drastie cut in principal, the provision for 
income gives us 70 per cent of what we 
were entitled to under our old bonds and 
our prospect of getting it is increased by 
, material reduction in charges ahead of 


The fact that the reorganization is 
effected without any assessment or charge 
to the many thousands of holders of securi- 
ties is important, as such assessments are 
a serious problem to many who have not 
the facilities to take care of themselves 
ent usually bear with especial severity 

m_the small holder. 

x When the reorganization is completed 
and-the financial readjustments made the 
company should, on the basis of present 
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conditions, be able to earn, with active 
and progressive management, all charges 
ahead of the preferred stock, including the 
income bond interest. 

On the whole it is of such vital im- 
portance to us all to get the company out 
of the hands of receivers and lawyers and 
on a sound and independent operating basis 
that it is clearly for the interest of all 
the security holders to promptly and 
unitedly accept the plan and let the new 
company get down to business. 


Northwestern Ohio Property 
Passes to Doherty 


The property of the Northwestern 
Ohio Railway & Power Company has 
come under control of the Henry L. 
Doherty & Company interests through 
a recent purchase from the General 
Gas & Electric Corporation headed by 
W. S. Barstow. Along with railway, 
which sells power to a dozen small 
municipalities, was included the prop- 
erty of the Sandusky Gas & Electric 
Company, which will be transferred to 
the Ohio Public Service Company. 

As in the case of several similar ac- 
quisitions lately made by the Doherty 
interests, the power properties will 
probably be separated from the traction 
lines and opérated independently. 

The property of the Northwestern 
Ohio Railway & Power Company was 
carried at $2,641,348, according to the 
latest balance sheet available. The 
company operates 52 miles of track 
between Toledo and Marblehead and has 
22 miles of high tension lines tied in 
with the Toledo Edison lines for supply 
from the Acme station at Toledo. 

There is a first mortgage bond issue 
of $1,293,000 due July 1, 1932, pre- 
ferred stock amounting to $500,000, and 
common stock of a par value of $800,- 
000, all owned by the former holding 
company. 


Short Long Island Lines 
Unprofitable 


Among the properties: operated by 
the Long Island Railroad there are in- 
cluded four short electric railway lines 
operated to the shore from the main 
line of the railroad. These proper- 
ties are the Ocean Electric Railway, 
Far Rockaway, 15 miles; Northport 
Traction Company, 2.69 miles; Nassau 
County Railway, 1.55 miles; Glen Cove 
Railway, 3.25 miles. All the roads ex- 
cept the Ocean Electric Railway were 
operated at a deficit in 1923. The earn- 
ings of the companies are contained in 
the accompanying statement. 
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$359,026 Deficit by Interborough 
for Year 


There was a deficit of $359,026 upon 
the Interborough Rapid Transit Com- 
pany system in New York for the fiscal 
year ended June 30, 1924, and a deficit 
of $412,621 for the month of June, 
1924. The corresponding statement 
last month showed a balance of net 
income of $53,595 for the eleven months 
ended May 31, 1924, and a balance of 
$42 for the month of May, 1924. 

The company explains that the deficit 
for June and the deficit for the fiscal 
year were caused principally by the 
deduction from June revenues of $310,- 
000 for income tax from Jan. 1, 1924, 
to June 30, 1924, imposed by the new 
income tax law of May, 1924, and by 
the deduction of $233,877 as a reserve 
to cover contingent liability since July 
1, 1922, to stockholders of the Manhat- 
tan Railway, who have not yet form- 
ally assented to the readjustment plan. 

There have been decisions both ways 
on the question of this liability and the 
cases are on appeal, but, pending finai 
adjudication, the board of directors de- 
cided unanimously, in view of the ad- 
verse decisions, to create such a re- 
serve. It will amount to about $5,500 
monthly hereafter. There was also de- 
ducted from June, 1924, revenues the 
balance of 15 cents a share, amounting 
to $90,000, which had not been accrued 
on account of Manhattan rental for the 
year ended June 30, 1923. This balance 
was subsequently found to be due and 
was paid on July 1, 1924. These re- 
serves were not accrued monthly be- 
cause it was believed until recently 
that the liability involved was too re- 
mote to require such a course. It 
became necessary therefore to make 
the readjustment when decided upon at 
the close of the fiscal year by the 
method which has been described. 


Sale Terms Being Negotiated 
at Milwaukee 


The principal provisions of the pro- 
posed contract between the city of Mil- 
waukee and the Milwaukee Electric 
Railway & Light Company, aimed to 
provide eventual municipal ownership, 
have been summarized as follows: 


Contract to go into effect Jan. 1, 1925, 
after having been approved by the people 
at the November election and by the Wis- 
consin Railroad Commission. 

Contract to run in successive periods of 
ten years with an option by the city to pur- 
chase by giving six months written notice. 

Fare to remain the same—7 cents cash 
or freight tickets for 50 cents—until “‘stabil- 
izing reserve’? fund shall be effected. 

Company for first year given a return of 
7.7 per cent on its investment, excess to go 
to the city. 

City to pile up an interest in the com- 
pany through the so-called “city equity 
account,” built up by loans to the company; 
through excess earnings which accrue to 
the city and through taking “municipal 


INCOME STATEMENTS OF ELECTRIC RAILWAYS OWNED OR CONTROLLED BY THE 
LONG ISLAND RAILROAD 


Operating 

_ Expenses, 
Operating Including 
Revenues Taxes 


Ocean Electric Railway $335,803 $215,167 


Northport Traction 

Company.......... AAP 14,842 15,681 Def. 
Nassau County Railway 19,676 23,567 Def. 
Glen Cove Railroad...... 31,136 36,764 Def. 


Deductions 
erating Other Gross from Gross Net 
ncome Income Income Income Income 
$120,635 $2,592 $123,228 $74,443 $48,785 
838 212 Def. 626 586 Def, 1,212 
3,890 212 Def. 3,678 38 Def. 3,716 
5,628 212 Def. 5,415 146 Def. 5,561 
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e bonds” on the company property. 
ante have control over servica re 
over extensions of service during the perio 
of the contract, with certain restrictions. 

Option to purchase to include the com- 
pany’s heating, lighting and railway prop- 
erty in tha entire metropolitan district, He 
cluding Milwaukee, Cudahy, North Mil- 
waukee, South Milwaukee, Wauwatosa, 
West Allis and villages of Shorewood, West 
Milwaukee and Whitefish Bay and inter- 


i territory. . 
Mare utility commissioner provided for, 
whose salary is paid by the company. 

The important matter of the valua- 
tion has also been touched upon re- 
cently in the comment in the daily 
papers. The figure most frequently 
mentioned in this connection places the 
amount at $50,000,000. 

Fred S. Hunt, chairman of the street 
railway acquisition committee, made a 
statement in which he said: 

The resumption is that the proposed 
Contract’ has not as yet been submitted to 
the company’s highest officials, some of 
whom are away on vacation. We have 
agreed on many of the points involved in 
the contract but there are still a few which 
remain to be cleared up. 

It is expected that the proposed con- 
tract will be submitted to the voters at 
the fall election if an agreement is 
reached. The contract would first have 
to go to the Common Council. 


Buses Must Be Substituted.—Permis- 
sion has been granted by the Railroad 
Commission to the Pacific Electric 
Railway to discontinue railway service 
on East Washington Street from Lake 
Avenue, Pasadena, to the end of the 
line at Tierra Alta in the County of 
Los Angeles, on condition that motor 
bus service be installed. 


Stretch of Line Discontinued.—The 
Hartford & Springfield Street Railway 
Warehouse Point, Conn., planned to dis- 
continue service to Somers, Conn., on 
July 27, and to fix the terminus of 
the Somers and Enfield division at 
McCormick’s corner in Somersville. 
This will be the first section of track to 
be discontinued on the East Side system 
of the Hartford & Springfield. The 
stretch to be discontinued, from Mc- 
Cormick’s Corners to Somers Center, 
is 2.3 miles. 


Net Earnings Show Falling Off.— 
In June the net earnings of the Eastern 
Massachusetts Street Railway, Boston, 
Mass., were $32,598 compared with 
$59,021 during the corresponding month 
last year. The total revenue and in- 
come for the month was $767,575, and 
the expenses and taxes $618,227. The 
fixed charges were $112,054, slightly 
less than during June, 1923. 


Loss for Six-Month Period. — The 
Massachusetts Northeastern Street 
Railway; Haverhill, Mass., reports to 
the Department of. Public Utilities for 
the :six months ended June 30 a net 
loss of $17,834, compared with a net 
loss of $29,153 during the correspond- 
ing period a year ago. The number of 
revenue passengers dwindled from 
5,544,454 in the first six months in 1923 
to 4,349,543 during the first six months 
of the present year. 


Gross Revenue and Net Income Fall 
Off.—For the six-month period ended 
June, 1924, the gross revenues of the 
Twin City Rapid Transit Company and 
subsidiaries, Minneapolis, Minn., were 
$6,635,455, against $7,045,975 for the 
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six-month period of 1923. Operating 
expenses showed a decrease of only 2.4 
per cent and the net income fell off 
from $929,075 for the first six-month 
period in 1923 to $604,189 for the period 
from January to June, 1924. 


Fewer Passengers Carried.—For the 
six-month period ended June 30, 1924, 
the net income of the Capital Traction 
Company, Washington, D. C., amounted 
to $466,200, compared with $583,446 
for the corresponding period a year 
ago. The decrease in earnings is at- 
tributed to the decline in the number 
of revenue passengers carried. In the 
first six months of this year the com- 
pany carried 33,366,020 revenue pas- 
sengers, while in the similar period 
last year the number was 35,815,501. 


Park Offered for Sale—Pine Rock 
Park, purchased by the Connecticut 
Railway & Lighting Company, New 
Haven, Conn., to be developed into an 
amusement park, has been offered for 
sale. The land, which is a natural 
beauty spot consisting of about 150 
acres, is situated on the company’s line 
which runs from Bridgeport, Conn., to 
Derby. The Connecticut Railway & 
Lighting Company is operated under 
lease by the Connecticut Company. 


Wants Properties Turned Over.— 
The Los Angeles Railway Corporation, 
City Railway Company of Los Angeles, 
and the Los Angeles Railway have filed 
a joint application with the Railroad 
Commission for authority for the two 
former corporations to turn over to the 
Los Angeles Railway all lines and prop- 
erties now held separately by the three 
corporations. The Los Angeles Rail- 
way also asks authority to issue its 
bonds in the aggregate amount of $30,- 
939,000 and for authority to issue such 
amount of its common capital stock as 
the commission considers fair and rea- 
sonable, and to exchange the same with 
the stockholders of Los Angeles Rail- 
way Corporation and City Railway of 
Los Angeles for their holdings of stock 
in those corporations. 


$20,000,000 Public Service Issue 
Offered.—A $20,000,000, issue of 6 per 
cent bonds for the Public Service Cor- 
poration of New Jersey is offered~ by 
Drexel & Company, Philadelphia, and 
Bonbright &-+ Co., Inc., New York. 
These are secured gold bonds, 6 per 
cent, series, due 1944, and are priced 
at 96. They will be a direct obligation 
of the Public Service Corporation of 
New Jersey and will be secured by 
4,283,334 shares of the common stock 
of the newly consolidated Public Serv- 
ice Electric & Gas Company, which is 
a subsidiary of the corporation. Addi- 
tional bonds in other series under the 
indenture may be issued to an amount 
not exceeding $10,700,000 against the 
pledge of the remaining 2,141,666 shares 
of common stock of the company, also 
held by the parent corporation, and also 
to an amount not exceeding 50 per cent 
of the cash that may be realized by the 
Public Service Electric & Gas Com- 
pany from additional common stock 
hereafter issued and pledged. These 
bonds will be followed by $21,508,600 of 
8 per cent cumulative preferred stock, 
$9,967,900 of 7 per cent cumulative pre- 
ferred stock and 699,185 shares of com- 
mon stock, representing at present 
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market quotations an equity in exe 
of $70,000,000. i 


Line Brings $36,950. — Operations 
were suspended by the Caldwell Trac- 
tion Company, Caldwell, Idaho, on June 
10. Recently bondholders of the com- 
pany bid the property in at a sheriff’s 
sale at a total figure of $36,950. The 
line is 11 miles long. Of the amount 
bid $1,950 was in cash and $35,000 in 
bonds. The sale was made on order 
of the District Court after a judgment 
of $143,000 had been obtained against 
the railroad property, which was 
pledged as security for a bond issue of 
$100,000. C.D. Purkhiser, former man- 
ager of the company, remains in charge 
temporarily, representing the new 
owners. 


Plan of Adjustment Declared Oper- 
ative.—A letter has been sent to hold- 
ers of the Michigan Railroad first mort- 
gage five-year gold bonds, Series A, 6 
per cent, due May 1, 1924, by the presi- 
dent, B. C. Cobb, notifying them that 
a plan of adjustment of the maturing 
bonded indebtedness has been declared 
operative by the directors with respect 
to the bonds deposited. More than 76 
per cent in principal amount of the 
bonds have been deposited. Holders 
who have not deposited their bonds 
had until Aug. 1 to do so. The presi- 
dent states the company will make 
application at once to the Michigan 
Public Utilities Commission for the nec- 
essary approval of the plan and of the 
issuance of the securities provided 
under its terms. The National City 
Bank, New York, is the depository. 


Court Proceedings on Valuation 
Dropped.—Under stipulations filed by 
counsel for both the United Railways 
and the city of St. Louis, Mo., court 
proceedings have been dropped which — 
were pending in Jefferson City and St. 
Louis for review of the order of the 
Missouri Public Service Commission 
fixing the valuation of the street rail- 
ways at $51,761,384. The dropping of | 
the court proceedings resisting the 
valuation is expected to assist the work 
of the reorganization committee of the 
United Railways. After the commis- 
sion fixed the valuation the city filed a 
petition for a writ of review with the 
Cole County Cireuit Court contending 
the amount was too high. Attorneys | 
for the company then brought similar 
action in the Circuit Court at St. Louis — 
claiming the valuation as allowed was 
too low. . 


Seek Tax Reduction.—Petitions are 
being circulated in Phoenix, Ariz., ask- — 
ing the State Tax Commission to re- 
duce the valuation of the Phoenix Rail- ~ 
way for state and county tax purposes 
to a figure not to exceed the cash offer 
of $165,000 made by the city of Phoenix. — 
The revenue in 1923 was $158,938 and 
in 1924 it is estimated at approxi- 
mately $145,000. The loss of revenue is 
attributed to-automobile competition. 


Two New Directors Chosen.—At the 
recent annual meeting of the Terre 
Haute Traction & Light Company, 
Terre Haute, Ind., two new directors — 
were chosen. They are Wilson Naylor 
Cox and G. O. Nicolai. Mr. Nicolai 
succeeded E. M. Walker as general — 
manager of the company when Mr. 
Walker resigned to go to Schenectady. 


| 
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' the first car. 
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and extent of his authority. 


FEDERAL Court—Value of Right to 

- Operate Cars. 

The right to operate the only street 
car system in a city of 250,000 people 
and to be exempt from taxation for 
doing so held reasonably worth $5,000 
a month, in view of an agreement of 
the parties fixing the value at that 
amount. [City and County of Denver 
vs. Stenger, 295 Federal Rep., 809.] 


MASSACHUSETTS—Injury to Driver of 
Wagon, Striking a Street Railway 
Pole Maintained Under License, Held 
Not Actionable. 


Where a street railway erected and 
maintained a pole in the highway under 
a license lawfully granted, it is not 
liable for injuries received by the 
driver of a wagon who ran into it, even 
if without such license a pole would be 
a nuisance. [Curran vs. Boston Ele- 
iy Railway, 143 Northeast Rep., 
821. 


MASSACHUSETTS — Contributory Negli- 
gence Not Excused Because Person 
Was Put in Position of Certain Peril. 
A person negligently crossed in front 

of one car, expecting to take a car in 

the other direction, but the second car 
reduced its speed unexpectedly and he 
was unable to get out of the way of 

The court held that it 

was no answer to a charge of contrib- 

utory negligence that the intending 

passenger was unexpectedly put in a 

position of greater peril than that in 

which he expected to be placed. [Fitz- 

patrick vs. Boston Elevated Ry., 144 

Northeast Rep., 75.] 


MASSACHUSETTS — Investigator Held 
-Without Authority to Make Settle- 
ment for Passenger’s Injuries. 

An investigator and adjuster for a 
claim department was alleged to have 
Jead a claimant to believe that the 
railway company would settle with her 
for a larger amount than the company 
was willing to pay. No evidence was 
presented in court to show that this 
claim investigator had any authority 
to settle claims against the company so 
the court did not pursue the matter 
further, declaring the company was 
not responsible for any such offer. It 
added that any one dealing with an 
agent is bound to ascertain the nature 
[Ferrin 
vs. Boston Elevated Railway, 143 
Northeast Rep., 823.] 


_ New Jerspy—Action on Detached Cou- 


pon Within Six-Year Limitation. 
An interest coupon, detached from 
a corporate mortgage bond and pro- 
viding that a company will pay to the 
bearer a named sum on a certain date, 
is a simple contract obligation to pay, 
and to it the statutory limitation of six 
years applies. [Dickerson vs. Wilkes 

Barre & Hazelton Railroad, 124 At- 

lantie Rep., 512.] 

NEw York — Extent of Lessee’s Lia- 
bility for Expense of Eliminating 
Grade Crossing Determined. 

The International Railway leased a 
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certain section of the tracks of the 
Erie Railroad, under an agreement 
which provided, among other things, a 


eertain division of the expenses 
incurred when overhead crossings were 
substituted for highway crossings on 
grade upon the leased section. A 
change from a grade crossing to an 
overhead crossing’ was ordered at Main 
Street where the tracks of the Inter- 
national Railways left the leased line 
and turned at right angles to run on 
the street. The plaintiff claimed that 
the defendant was liable to share in 
the cost of constructing this overhead 
crossing to the extent of paying for 
all of the work on the leased section 
and one-half of all other expenditures 
except the expense of carrying the 
track on the structure over the street. 
The defendant denied it had any obliga- 
tion other than the small item of grad- 
ing the leased section to bring its track 
into Main Street. The court held that 
the International Railway would not 
gain any benefit from the overhead 
crossing other than that which was 
gained by other users of Main Street 
and that it was not liable to share in 
the total expense of the work, though 
it did require it to pay a small addi- 
tional sum for a cement, walk and drive- 
way in connection with the grade cross- 
ing which it used in common with the 
Erie Railroad. (204 New York Sup., 
Erie Railroad vs. International Rail- 
way, 771.) 


OHnI0—EHmployment Begins When Em- 
ployee Enters Employer’s Conveyance 
to Go to Work. 

Where an employer contracts to carry 
an employee to and from his work, the 
employment begins when the employee 
enters the conveyance to go to the place 
of work. Hence, an employee of a 
street railway who was injured at the 
car stop where he left the street car 
to go to the carhouse is injured in the 
course of his employment and his case 
comes under the workmen’s compensa- 
tion act. [De Camp vs. Youngstown 
aes Railway, 144 Northeast Rep., 
128. 


PENNSYLVANIA—Agreement as to Pav- 
ing and Repair of Paving Must Be 
Carried Out, Though Cost Involved 
Is Greater Than Anticipated. 


The Borough of Swarthmore granted 
a franchise to a street railway com- 
pany now represented by the Phila- 
delphia Rapid Transit Company under 
certain conditions, one of which was 
that the street occupied should be 
“telforded or macadamized to a depth 
of 12 in.” from curb to curb and at all 
times kept in good order. Nether 
Providence township also granted a 
franchise to a predecessor of the same 
railway company, permitting occupa- 
tion of a certain road on condition that 
it should be kept “in good order, re- 
pair and travelable condition.” In the 
Swarthmore case the company got a 
ruling from the Public Service Com- 
mission that it need maintain only that 
portion of the highway occupied by its 
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rails and ties, but this was reversed by 
the court. The company then claimed 
that as the kind of pavement specified, 
while satisfactory for the kind of 
traffic used when the agreement was 
made, was recognized as entirely un- 
satisfactory for modern conditions, and 
as it had not ever agreed to lay a more 
expensive pavement, it could not be 
forced to do so. The court held, how- 
ever, that the existence of a franchise 
requires compliance with all of its 
terms, though the carrying out of the 
contract may eventually result in a 
serious financial loss to the grantee of 
the right. While the condition exist- 
ing at the time that a contract was 
made must be considered, a_ specific 
agreement to do a certain thing must 
be carried out. It could not be re- 
quired to install a more expensive pave- 
ment than telford or macadam but it 
could be required to keep that pave- 
ment in good condition and the fact 
that it wore out rapidly was no ex- 
cuse to prevent performance. In the 
Nether Providence case, the situation 
was somewhat different, because the 
type of paving was not specified. Here 
the court said that where the duty of 
the grantee is limited to keeping pav- 
ing in repair, it must keep that paving 
in a reasonably passable condition, and 
changes in the kind of traffic using the 
road do not excuse the company from 
carrying out the obligations specified. 
[Borough of Swarthmore vs. Philadel- 
phia Rapid Transit Co. and Nether 
Providence Township vs. Philadelphia 
Rapid Transit Co., 124 Atlantic Rep., 
343, 345.] 


TExaAsS—Risk of Substation Attendants. 
Life Insurance Held by Deceased 
Immaterial in Assessing Damages. 
A substation attendant, while sweep- 

ing behind a passageway, was killed by 

a high tension wire carried close to 

the point he was required to sweep. 

The court held that while an employee 

assumes the ordinary risks incident to 

his employment, he does not assume 
risks resulting from the negligence of 
his employers, even though they are 
known to him. The criterion was 
whether an ordinarily prudent man, in 
the opinion .of the jury, would have un- 
dertaken to sweep the station at that 
point. The fact that the employee car- 
ried government life insurance should 
not be considered as a reason for re- 
ducing the damages. [El Paso Electric 
Railway vs. Buttrey, 260 Southwest 
Rep., 897.] 


West VIRGINIA—Injury From Over- 
hang of Car. 

A street railway company operating 
cars over the streets of a city is re- 
quired to sound a gong or otherwise 
give notice to persons traveling thereon 
at street crossings; it is also the duty of 
persons at such places of danger to 
use their own senses, and if a motor- 
man in rounding a curve has kept a 
proper lookout and has safely passed 
one using the street at such point he 
may assume that such traveler will 
keep out of the way of the overhang 
of the car in rounding the curve, and 
he is not bound to stop the car or give 
further warning of the danger. 
[French vs. Princeton Power Co., 122 
Southeast Rep., 171] 
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M. J. Insull Heads Middle 
West Company 


Well-Known Operator Succeeds His 
Brother, Who Becomes Chair- 
man of the Board 


Martin J. Insull has been elected 
president of the Middle West Utilities 
Company, Chicago, in recognition of 
his invaluable work as vice-president 
of the company since its inception 
in 1912 and of the ability displayed 
by him in the management of that 
vast and constantly growing institution. 
Several months ago changes were made 
in the company’s by-laws creating the 
position of chairman of the board. 
Samuel Insull has been elected to that 
office and will continue to take an 
active part in the company’s manage- 
ment. 


M. J. Insull 


The great development of the com- 
pany’s business has necessitated an in- 
crease in its executive staff. To meet 
this situation, four additional vice- 
presidents have been elected, all. of 
whom have been associated with the 
company in important capacities for a 
number of years, These new officers 
are: E. V. Graham, who will be in 
charge of the sale of securities; W. C. 
Sharp, who will be in charge of opera- 
tions; George W. Hamilton, who will 
be concerned with the hydraulic and 
electrical engineering end of the com- 
pany’s business, and A. J. Authenreith, 
who will have the artificial ice engi- 
neering under his control. John F. 
Gilchrist, who has been a vice-president 
of the company, will continue in that 
capacity. ‘Samuel Insull, Jr., recently 
was elected a director of that company. 

As stated previously Martin J. Insull 
has been vice-president, as well as a 
director and a member of the executive 
committee of the company, since its 
organization in 1912. He is also an 
executive and director of several other 
important utility companies under the 
management of Samuel Insull and 
associates. He is a public utility admin- 


istrator with both business and engi- 
neering training. After he came from 
England, Mr. Insull was first employed 
in the Edison works at Schenectady. He 
was graduated from Cornell University 
in mechanical engineering in 1893 and 
was engaged in various electrical engi- 
neering, manufacturing and merchan- 
dising pursuits in Chicago, New York 
and Pittsfield, Mass., until 1906, when 
he took charge of a group of public 
utility properties in and near New 
Albany, in southern Indiana, controlled 
by Samuel Insull, his brother. These 
southern Indiana properties became 
part of the Middle West Utilities Com- 
pany. j 

In the period since his association 
with the company the gross revenues 
of its operating subsidiaries have in- 
creased from $3,660,676 in 1912 to $36,- 
185,181 in 1923. The subsidiaries serve 
directly or indirectly more than 1,000 


cities and towns, and while their princi- 


pal business is the generation and sale 
of electricity, they do a very large gas, 
transportation, water and ice business. 
The company was one of the first to 
promote customer ownership and its 
subsidiaries have more than 60,000 
stockholders. 

Martin J. Insull has received numer- 
ous honors from the electric light and 
power industry since his association 
with it. In 1920 and 1921 he served as 
president of the National Electric Light 
Association and in 1922 and 1923 was 
chairman of the public policy committee 
of that association. 


P. P. Crafts, purchasing agent for the 
Eastern Massachusetts Street Railway, 
Boston, Mass., for the past four years 
has resigned his position due to ill 
health. He has been succeeded by T. 
H. MeGarry, formerly assistant pur- 
chasing agent. 

E. A. Robert has resigned as presi- 
dent of the Montreal Tramways & 
Power Company, Montreal, Que. It is 
said that the new United Securities, 
Ltd., now has full control of the com- 
pany and its subsidiaries. The new 
interests have elected Julian C. Smith 
president, to succeed Mr. Robert. 


Ernest H. Shoemaker has succeeded 
Miss Florence Snyder as auditor of the 
Marion & Bluffton Traction Company, 
Bluffton, Ind. Miss Snyder was ap- 
pointed to the position of auditor in 
April, 1923. 

EEE 


Obituary 


Michael G. Karline of the New York 
State Railways, Rochester, N. Y., died 
at his home in that city on July 23 at 
the age of seventy-six years. He went 
to Rochester in 1889 after thirteen 
years of service with the railways in 
Buffalo, and in November, 1890, when 
railway service was ‘started in Roches- 
ter, he was the first conductor on the 
new trolleys. 


ster, who had previously been in Seattle) | 


A. L. Kempster 


A. L. Kempster, vice-president ¢ 
general manager of the New Orleans | 
Public Service, Inc., and an officer 
that company and its predecessor, | 
New Orleans Railway & Light Com-_ 
pany, since April, 1920, died in that city | 
on July 28. Mr. Kempster had been | 
sick for nearly two years. Not so long | 
ago it was believed that the turning | 
point had been reached in his illness, | 
but subsequently he suffered a relapse | 
from which he rallied only momentarily. — 

By virtue of his appointment to the | 
New Orleans company in 1920 Mr. 
Kempster became the operating head 
of one of the most important pub- 
lic utilities of the South. The com- 
pany operates 218 miles of track and 
at the time of his appointment the 
property was in the hands of J. D. 
O’Keefe, receiver, for whom Mr. Kemp- | 


directed the system. 
After leaving Seattle Mr. Kempstal 
engaged in the conduct of investiga- 
tions into public utilities for Stone & | 
Webster. The survey of the lines of 
the Brooklyn Rapid Transit Company 
as { 


A. L. Kempster ; i 


and the New York Railways was made 
largely under his direction. For several 
months he assisted Frederick P. Royce, 
then general manager for the receiver 
of the Brooklyn Rapid Transit Com-" 
pany, and assisted in the appraisal of 
the Manhattan surface lines. } 

Mr. Kempster was born in Canfield, 
Tl., in 1872. Entering the employ of 
the Seattle Consolidated Railway as a 
clerk at the age of nineteen, he was 
subsequently made bookkeeper and ~ 
auditor. When the Seattle Consolidated 
Railway was reorganized as the Seattle 
Traction Company, he became secre- 
tary and auditor, continuing in these ; 
capacities until the merger of the city’s — 
utilities under the name of the Seattle 
Electric Company. After the merger 
he was made trainmaster of the system. 

In 1902 he*was advanced to the posi- 
tion of superintendent of transporta- 
tion, retaining this title for eight years... 
He was then appointed superintendent 
of the railway department. Still later” 
he was again promoted, becoming gen- 
eral manager of the Seattle properties. © 
He served in this capacity until early 
in 1919, when the system was takem 
over by the city. 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


New Equipment Is in 


Greater Demand 


Inquiries Received by Manufacturers 
Indicate Much Deferred Mainte- 
nance Has Been Caught Up 


War-time conditions forced upon the 
alectric railways a program that re- 
Quired them to carry out only such 
work regarded as absolutely essential. 
Expansion was of course out of the 


question. So maintenance began to be 
deferred. It piled up over the period 
of years. Starting in 1919, however, 


the companies began to try to catch up 
with work deferred. This they appear 
now largely to have accomplished. In 
fact, a change is being noted by the 
manufacturers in the nature of the in- 
quiries received by them. 

Thus the demand for new parts, 
rather than for replacements, has lately 
come to be an important factor in re- 
orders. In fact, one of the largest 
electrical manufacturing companies re- 
ports a tendency of sales to decrease 
except for larger units and equipment 
intended to be used in heavy electric 
traction work. Moreover, the nature of 
the buying of the railways has recently 
undergone a change. This has been 
due partly to the use of the automo- 
bile for various purposes connected 
with railway operation. Thus a manu- 
facturer of tanks for lubricants says he 
is doing the largest business of his 
career and one with the electric rail- 
ways that is somewhat surprising. 
Again, a large maker of lubricants 
reports big sales among the electric 
railways and unusual requests for the 
delivery of gasoline in bulk. 

However, not all the deferred main- 
tenance has been caught up. Far from 
it. As the JOURNAL’s survey of the 
work for the year indicated, there is 
still much to be done, but the fact re- 
mains that a tendency is showing itself 
which indicates more real new work in 
the future with fewer complete replace- 
ments. 

__ Acriviry In HEAvy TRACTION 

As indicated before, the manufac- 
turers look ahead hopefully to the 
Signs of increasing activity with re- 
spect to heavy electrification work. 
These are interpreted to mean increas- 
be large expenditures for equipment 

along the line, with most beneficial 
orders for all kinds of accessories. It 
would be superfluous to review here 
the projects along this line that are 
now under way, but it might be well to 
State that, perhaps, the latest of these 
Projects to be mentioned is a proposal 
to electrify the Danbury & Bethel 
branch of the New Haven Railroad, a 
work that will involve the application 
of electricity to a line more than 20 


miles long. 
4 


a 
eat colt Js." | 


$1,750,000 to Be Spent in 
El Paso 


El Paso Electric Railway, El Paso, 
Tex., is planning an expenditure of 
$1,750,000 in improvements and better- 
ments to the system. Part of the 
money may not be spent until next 
year, but at least the bulk of it -will 
be expended during the present year. 
The biggest item is $1,030,000 for a 
new 15,000-kw. turbo-generator, new 
wells and additions to the plan on South 
Santa Fé Street. Approximately 
$27,800 will be needed for track exten- 
sions and improvements. About $8,300 
is being spent on shops and on the car- 
men’s clubhouse. The purchase of new 
cars is included in the list of improve- 
ments. 


— 


General Electric Six Months’ 
Orders Show Decrease 


Orders received by the General Elec- 
tric Company, Schenectady, N. Y., for 
the six months ended June 30 total 
$144,707,887. This is a decrease of 12 
per cent compared with the correspond- 
ing period in 1923, when orders totaled 
$164,263,755. Orders for April, May 
and June, 1924, totaled $71,219,984, a 
decrease of 15 per cent compared with 
the corresponding three months of 
1923. 


New Norfolk & Western 
Locomotives Delivered 


The first of the new class L.C.-2 loco- 
motives for the Norfolk & Western 
Railroad were delivered by the builders 
a short time ago. These locomotives 
were built jointly by the American 
Locomotive Company and the Westing- 
house Electric & Manufacturing Com- 
pany. The new design was described 
at length in the EL&ctric RAILWAY 
JOURNAL for Dec. 30, 1922, page 1012. 
One of the differences between this 
design and that of the L.C.-1 class is 
that the phase converter on the older 
units are of the induction type, while 
on the new locomotives the converters 
are of the synchronous type. 


Twenty Miles of Extension 
in Chicago 


The Chicago Surface Lines, Chicago, 
Ill., has commenced work on its exten- 
sions, which will cost $1,000,000, in ac- 
cordance with the terms of an order 
recently prepared by the _ Illinois 
Commerce Commission. The commis- 
sion’s order is in answer to a petition 
filed several weeks ago by Corporation 
Counsel Francis X. Busch and subse- 
quent negotiations on the part of the 
company with the city officials at which 
plans for certain extensions were 
agreed upon. 

The money to pay for the extensions 
is to be taken from the special equip- 
ment fund, from which $1,500,000 is also 
shortly to be taken to pay for the 100 
new cars to be constructed for the Sur- 
face Lines. Under the order of the com- 
mission, the Surface Lines will con- 
struct approximately 20 miles of track 
this year. 
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Metals—New York 


Paints, Putty and Glass—New York 


Copper, electrolytic, cents perlb........... 13.125 | Linseed oil (5 bbl. lots), pergal............ $1.03 
Lead, cents perlb............ 7.55 | White lead (100 lb. keg), cents per lb.. 11.625 
Nickel, cents per lb.. 27.00 | Turpentine (bbl. lots), per gal.. hate $0.84 
Zine, cents DOOM refi lercinis tiiels doses e 6.375 | Car window glass (single strength), first 
Tin, Straits, cents perlb.................. 49.25 three brackets, A quality, discount*..... 84.0% 
Aluminum, 98 to 99 pe cent, centsperlb... 26.75 | Car window glass (single strength), first 
Babbitt metal, warehouse, cents per lb.: three brackets, B ey discount*..... 86.0% 
Marien Ouc wien ew neiccekild esas cee ee 60.00 | Car window glass (double etronath) all 
omimercial eer ace oeinicaies es 28.00 sizes, A quality, discount*. 85.0% 
, 4 Putty, 100 Ib, tins, cents per Ib.. 46 
Bituminous Coal *These prices are f.o.b. works, boxing 
Smokeless mine run, f.o.b vessel, Hampton charges extra. 5 
- Roads BD eee Beion $4: 033 | ¢ Wire—New York 
omerset mine run, Boston,............. 5 
Pittsburgh minerun, Pittsburgh. ......... 1.875 a Bude h tea fa per 1,000 ft i e 
os Teal seteninge Chiaes BY? oun 4 He 5 oer wire base, cents per Ib.. 17.50 
Kansas screenings, Kansas City. . 2.00 Paving Materials. 
Paving stone, granite, 4x8x4, f.o.b. 

Track Materials—Pittsburgh Chicago, dressed, persq.yd............+ $3.60 
Standard Bessemer steel rails, gross ton. $43.00 Common, per sdiyd.icee) cscs poses: 2.95 
Standard open hearth rails, grosston...... 43.00 ce pese paving oy 16 treatment, N. Y., 

Railroad spikes, drive, Pee cate VU ale AGareei se sitet cranes hates. 2.48 
cents per lb.. nec 2.80 Paine ick 34x8}x4, N. Y., per 1,000 in 

Tie plates (flat ‘type), cents | per ib.. piaes Caploae lots eas. k egies Sk gs cake anes 53-54 

Angle bars, cents perlb...............055 2.75 |Crushed stone, j-in., carload lots, N. Y., 

Rail bolts and nuts, Pittsburgh base, cents, POT CULV ae eed ate heads Waele 1.85 
RES raat IO MerMae tains aeveraictetete slave elaie 6 3.75 | Cement, beens consumers’ net prices, 

Steel bars, cents per Ib.............00055 2015 Without DACA WN ce seicsiericeloupernalcicrere hors 2.20 

Ties, white oak, Chicago, 6in. x 8in.x 8} ft. $1.70 | Gravel, j-in., cu.yd.,f.o.b.N.Y........0... 1.75 

Sand: oy No. Weceisinie doo wista cd cetereareta 1.00 

Lae CA Thi ortie etaea Pen Old Metals—New York and Chicago 
ire nails, base per keg.............++++- ‘i 

Sheet iron (28 mak cents per lb.. 3.40 weary, See ara er los. . PE oo 

Sheetiron, galvanized (28 gage), cents per lb. 4.50 Hoa. Sees , sala Leeks put 6.00 

Galvanized barbed wire, cents per Ib....... 3.55 Zinc ol a Dakeleoniier ie 4:00 

Galvanized wire, ordinary, cents per lb..... 2.60 Light erate! scents Per 1b... ; ong sas eae 5. 25 

ead, cents per OAV) S Lielerein's dyn nie sarees : 
Waste—New York Steel car axles, Chicago, net ton........... $ 
Waste, wool, cents perlb..............0.- 15 | Cast iron car wheels, Chicago, gross ton.. 


es cotton e198 Tb. pale) 0 cents ae ell 
Colored eee Eee sci se dane 


12-18 | Rails (relaying), Chicago, gross ton. ; 
9-14 | Machine turnings, Chicago, gross ton...... 


1 
1 
Rails (short), Chicago, grosston.......... M F 
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Rolling Stock 


Menominee & Mariette Light & Trac- 
tion Company, Menominee, Mich., has 
placed an order for six new cars. The 
detailed specifications follow: 


Date order was placed........ July 7, 1924 
Date of delivery... issue . .October, 1924 
Builder of car body.St. Louis Car Company 
TyHevOl Gar. vas ss ewe One-man safety 


Seating capacity .....eeeeeeerereceeer 32 


Length over all Peet oae GUO cit rerteu cae iol 
WWE COMERS CULL Velessrelc so celeteuse steleim i> 8 ft. 13 in. 
ESOS pee al so ce ont Sombra ce nnnn Sahar ole *s fovayeyohotaanunt otpis Steel 
PNtSriOr | ET. fev eaia\s wwe 5 os eroleee win ior abi Birch 
PLCAG DIM INS ae iere e Silat she ya tole hele ats i-in. Agasote 
EVOOEI chatehahaveners (st ws se Todaliel ce we ss.leles ee Zea ealtegeam Arch 
APO PUES etek estteuerers.eeve\erere ie Westinghouse 
0.¥3.g (Rie eae A.S.T.M. spec. carbon steel 
SUID EUS wataieteiens (ere eens 5-in., 6%4-lb. channels 
Car signal system... 20. s.s0s Consolidated 


Control Westinghouse 6 MMK 63 BR 
Curtain fixtures, 
Curtain Supply Company, No. 90 
Curtain material Wie cis oii orton rere Pantasote 
Destination signs, ! 
Hunter, on ends and sides 
Door operating mechanism... Westinghouse 


HATES TOOXCSe ol tis sie, «lee ores) lel oeateneee Cleveland 
ONGENS sicjctaisuctiate cians Type “A” Consolidated 
Gears And: DINIONG cleo o clersless eee = Nuttall 


Hand brakes 

Heater equipment, 
12 Consolidated, No. 1522, T truss plank, 
and 2 vestibule heaters 


PHeaaNoWtS Fis sss ais Golden Glow S.M.-95 
DOUCNAL DEALINGS. G taro fertehercisseie’s mls 34 x 6 in. 
Lightning arresters..... Westinghouse M-P 
Motors) seen sf ./e Two Westinghouse 508-A 
Finish....Patton pyroxylin lacquer enamel 
SAN Gers). Bi vrisie «nen aysusuetoaceal tiene rel eotel St. Louis 
Sash fixtures..... O. M. Edwards 13-M-D-1 
Seats) Shei wees winlipveteres St. Louis, reversible 


Seating material...Rattan, spring cushions 
Slack adjuster Westinghouse 
Steps treadsracy ec meeps 3-in. safety 


Trolley (Catchers! y } akin seas tclere aay Keystone 
Trolley base...Westinghouse, No. 13 U.S. 
FE EVICKIS O nacrs Mansa febots netahace ae aae celle anise St. Louis 
MO@UEIAGOLS . Siaye ster) tt 8 Peerless, St. Louis 
Wheels....Steel, 26-in. diam., 24-in. tread 

Detroit United Railway, Detroit, 


Mich., has put in service on its Flint 
division two parlor cars built in its 
own shops. The specifications follow: 


Date OL MelVEDy.. ci. leis ateie eee ose May 15, 1924 
Builder of car body.Detroit United Railway 


ERY IC COLCA tye ie nises ieee atcha etvie piven mets Parlor 
DEALING. CAPACILY,« ac os wis cals are mien tem teteteats 30 
Ota tw GlSht. yc asin hicrn RAM eee 85,700 lb. 
Bolster centers, length.......... 34 ft. 3 in. 
Teng th SOVEL Alls ve aici ute ete 58 ft. 33 in. 
PLUCK > WHESIDASEN Saket acletoicrelal elena an siteienee 4 
Widthrover alee yam cies ceeds 8 ft. 74 in. 
Height, rail to trolley base..... L2AEe Tin: 
BOY. Sisn-cea hee emetoer near ete one Semi-steel 
Interior sCPivsi yaeet cee ee eee Mahovany 
Headlining si. tigate teeta ae ine eee Steel 

oof airilsts scink fleas Kelle s fey ciate ed aatlage wtenaielie hiateee Arch 
Air) Drakese ose eae Westinghouse AMM 
ASICS Oe oA Uae a lato see mL a eee 6-in. 
BUMP EDS S Ae ermratevom nectar ete veers mer cee ele Hedley 


Car signal system. .Detroit United Railway 
Canitrimiminas) Ain tia cements Dayton 
Center and side bearings......... Standard 
Control a: be eee General Electric, Type M 


Couplers 2 else a ae ae M.C.B. radial 
Curtain fixtures) <5. 05. Curtain Supply Co. 
Curtain material, .)..65ceee Silk pantasote 
Door operating mechanism........... Hand 
Headlichts*t sen eeieee ae Luminous 
MOLOTE\7: <a. patatore Westinghouse No. 303 
Sash fixtunesic dace serene . M. Edwards 
epee renee Jaf sel ocalviiefessrerstaresenelainy oareberere Kass 
rolley | Tréetriévers': 7h (oie eieateacnaecis Kn 
Collectors, eee 


Savage combination shoe and wheel 
RUCKS An. Fv eee ie ».C.-80 P Standard 
entilators ........ Detroit United Railway 
WIE RIS 64 cc henn er eee Rolled steel, 36-in. 


; The Trenton & Mercer County Trac- 
tion Corporation, Trenton, N. J., will 
place an order for twenty new double- 
truck cars, after the Board of Public 
Utility Commissioners approves of the 
order and the city of Trenton decides 
on the color scheme of the cars. Ten 
of the cars will be for city service and 
ten for the suburban division. Each 
will have a seating capacity of 48 and 
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will be arranged for one and two-man 
operation. Each will contain four- 
motor equipments. 

Key System Transit Company, Oak- 
land, Cal., has ordered five buses from 
the Fageol Company for use on three 
routes which it is to establish in the 
city of Oakland. - 

Canadian National Railways plans to 
install storage battery car service 
between Kitchener and Elmira, Ont. 
W. D. Euler, member of Parliament 
for North Waterloo, states that nego- 
tiations with the Canadian National 
Railways have proved fruitful, and the 
purchasing department of the railway 
has been instructed to advertise for 
tenders for the new car. 

York Railways, York, Pa., is pur- 
chasing three double-truck interurban 
cars, weighing 32,000 lb. and seating 
fifty-two. The company is also buying 
two double-truck cars, weighing 28,000 
lb. and seating forty-four. 

Grand Rapids Railway, Grand Rapids, 
Mich., is receiving bids on the one- 
man, two-man type of car, thirty of 
which will be purchased to replace 
rolling stock lost in the recent fire. 


Track and Line — 


Valley Railways, Lemoyne, Pa., will 
share in the cost of building a new 
state highway through Lemoyne and 
New Cumberland. It will lay 8 ft. of 
oil-bound macadam and will raise its 
tracks to a new grade level. 

Calumet & South Chicago. Railway, 
Chicago, Ill., has been authorized by 
the Illinois Commerce Commission to 
extend its line on Torrence Avenue 
from 112th to 124th Streets. The ex- 
tension work is scheduled for comple- 
tion within sixty days. This extension 
has been urged by the South Chicago 
Chamber of Commerce since the com- 
pletion of the first unit of the new 
Ford plant in the Calumet district. 

Houston Electric Company, Houston, 
Tex., will spend $200,000 on improve- 
ments which include repairing, paving, 
repaving and construction of sidings. 


Power Houses, Shops and 


Buildings 
York Utilities Company, Sanford 
Me., is expending approximately 


$100,000 this year in building new ter- 
minals at Sanford and in completing 
a loop of track through Sanford and 
Springvale. The new terminal facili- 
ties include a freight yard, an express 
office, a carhouse and a repair shop. 

Boston Elevated Railway, Boston, 
Mass., by authority of the Massachu- 
setts Department of Public Utilities, 
will be permitted to use for garage and 
other building purposes land which it 
owns at Forest Hills which under the 
recent zoning legislation could not be 
used for such purposes. The premises 
for which the company seeks exemption 
from the zoning act were all owned and 
in use for railway purposes prior to 
the enactment of the new law. The 
department approved the company’s 
petition on July 24. : 
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Trade Notes 


Louis, Mo., has just been appointed 
exclusive territorial selling agent for 
the Ramsey Chain Company, with gen 
eral offices and works at Albany, N. Y. 
The Ramsey chain is a silent trans- 
mission chain of novel construction. 


Conveyors Corporation of America, 
Chicago, IIl., has appointed the Thermal 
Efficiency Company, Scarritt Building, 
Kansas City, Mo., as district represent- 
ative, handling the sale of American 
steam jet ash conveyors, American cast 
iron storage tanks, American air-tight 
doors and other conveyor specialities 
in western Missouri and Kansas. 


‘Page & Hill Company, Minneapolis, 


offices, formerly located at Newport, 
Wash., are now in the Peyton Building 
at Spokane, Wash. J. EB. Seaman, long 
connected with the pole industry in 
the production of Western red cedar 
poles, has joined the Page & Hill or- 


erations. 


His headquarters will be in 
Spokane. i 


ee 


New Advertising Literature 


Thompson Electric Company, Cleve- 
land, Ohio, has issued Catalog B-22, 
describing the method of reflector clean-— 
ing by the Thompson safety lowering — 
switch or disconnecting hanger. i 


National Carbon Company, Inc., New — 
York, N. Y., has issued its new carbon © 
brush catalog, which is in loose-leaf 
sheet form, to allow for changing of 
pages and the insertion of additional 
ones. The technical side of brush opera- 
tion is emphasized in this pamphlet to , 
a greater extent than ever before. In” 
addition there are illustrations of types © 
of brushes with descriptions of brushes 
and ‘explanation on how to order 
brushes. ‘ 


Square D Company, Detroit, Mich., — 
has issued a new folder showing the 4 
complete system of fused bottom meter 
service switch installations manufac- 
tured by the company. This pocket- 
size folder contains complete illustra- 
tions, descriptions and specifications for 
small and large residence work, apart- 
ment jobs, power work and current — 
transformer installations and is in- ” 
tended as a convenient guide to dealers — 
or contractors in either ordering or — 
installing. 

Ohmer Fare Register Company, Day- 
ton, Ohio, has issued a_ ten-page 
pamphlet called “The Ohmer Way.” In 
this booklet a few of the more popular ; 
types of Ohmer fare registers are 
illustrated. j 

M. A. Hofft Company, Indianapolis, 
Ind., has just issued a new booklet, — 
describing in detail National Furnace 
arches. The booklet points out the 
lower imaintenance costs, outstanding — 
advantages, ease of installing and re- 
placements, as well as other exclusive © 
features of the National arches. 4 
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